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RATE COMMITTEE DOCKETS 

We are pleased to be able to tell our readers that 
with today’s issue of The Traffic Bulletin publication of 
the docket of the Trunk Line Association rate commit- 
tee is being resumed. The Central Freight Association 
has also made arrangements to resume the publication of 
their dockets in The Traffic Bulletin, but no copy was 
received in time to include in this week’s number. No 
defitlite advice has as yet been received from the western 
committees, whose dockets we have been printing since 
the first of the year, at their request, in order to give 
them time to come to a decision. Although this arrange- 
ment was entered into with the understanding that 
thirty days would be ample time, we have already vol- 
untarily extended that time by over half a month. It is 
our understanding that these committees will reach a 
decision within the next few days. Their dockets ap- 
pear in this week’s Traffic Bulletin, but unless we hear 
definitely from them in the course of the week, they will 
not appear next week. Publication of these dockets in 
The Traffic Bulletin always includes publication in The 
Daily Traffic World. 


FUNCTION OF THE TRAFFIC CLUBS 

In the constitution and by-laws of almost every traf- 
fic club appears something like this: “The object of this 
club shall be to promote better personal acquaintance and 
friendly relations among its members.” In other words, 
the urge for men employed in the same kind of busi- 
ness to come together in clubs of this sort is, primarily, 
social. Either consciously or sub-consciously, the man 
Who is in a certain line of buiness thinks he would like 
to know other men in the same business, because they 
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must be something like each other in their points of view 
and the things that interest them. Man is a social ani- 
mal, ordinarily and generally speaking. His instinct to 
mingle with his kind leads him to select for his more 
intimate associates, usually, men whose chief business 
is in the same field as his own. Purely social is this rea- 
son, and the social function of the traffic club is enough in 
itself to justify it. It is natural that men should wish to 
meet as pleasantly and convivially as is possible. It is 
beneficial to them in many ways that they should so 
meet. In these busy times of making money or trying 
to keep one’s head above water in the face of poor busi- 
ness conditions, it is easy to forget the social side of 
one’s nature. So the traffic club is justified even if there 
be no other purpose in it than the cultivation of social 
relations. ; 

There is another phase of the motive and purpose 
of the traffic club not generally mentioned in the by- 
laws and constitution, yet closely related to and inter- 
woven with the social purpose and usually recognized as 
a part of the motive that calls such organizations into 
being. That is the desire, for business reasons, to meet 
socially one’s patrons or the men from whom one buys, 
znd the realization that one may benefit in knowledge and 
experience by associating intimately with men in busi- 
nesses similar to his own. That is part of the reason for 
the formation of the various trade and business organ- 
ization, each composed of men in the same kind of busi- 
ness joined together frankly for purposes of commor 
benefit, not only that there may be unity and crystalliza- 
tion when there are issues of importance to be met, but 
that each member may profit in a general way by get- 
ting acquainted with and learning the methods of men 
who make their living in the same way he does. The 
traffic club, of course, is not formed for purposes of com- 
mon benefit in the sense that an association of shoe deal- 
ers, for instance, is organized; but it does, nevertheless, 
partake of the nature of such an organization, in that 
its members seek and expect to profit in a business way 
by association with each other—the shipper with the rail- 
road man from whom he buys transportation, and the 
railroad man with the shipper to whom he sells it. 


It may not be necessary to point out the business 
advantages to be gained in belonging to an organization 
cf this kind, and yet, perhaps, they are not as well under- 
stood as they might be—or, rather, they are likely to be 
misunderstood. A club of this sort is sometimes mis- 
taken to be a place where a railroad may solicit business 
or a shipper may take up with a railroad man some 
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grievance from which he suffers. We do not say that this 
is not proper, to a certain extent, though it may easily 
be overdone; but that is not what we generally have in 
mind when we speak of the business advantages of such 
a club.’ That advantage is more general in nature, con- 
sisting, rather, in acquainting shipper and carrier with 
each other’s point of view and with each other’s person- 
ality in such way that it becomes easier, on the outside, 
to settle some perplexing question. It is hard to quar- 
rel with a fellow you know, if you know him to be a 
ecntleman—and, presumably, there are few that are not 
sich in the traffic clubs. 

A problem that might otherwise seem a mountain 
becomes a mole-hill when you can, for instance, call on 
the telephone a man whom you know well in the club 
and ask him what’s the matter with those cars, or what’s 
become of that claim, or why don’t you give me some 
of that tonnage you’re shipping? It is a vast advantage 
to know personally the men with whom you do business 
—-know them, that is, outside of the business. Salesmen 
realize this. They try to cultivate friendly relations with 
their customers and with their customers’ families. The 
friendship of the persons with whom one does business is 
one of the most valuable assets he can have. So, though 
the business feature ought not to be over-emphasized in 
such way as that the club may seem like a grain pit 
rather than a social organization, the business motive is 
a perfectly proper one in club organization and mem- 
bership. It is there whether we recognize it as proper or 
not, even in clubs more purely social, in theory, than are 
the traffic clubs. 

Undoubtedly the traffic clubs have done much and 
will do more—whether that be their avowed purpose or 
not—in bringing about a better understanding between 
the shippers and receivers of freight and the traffic men 
of the railroads. Not only is that true, but they have 
contributed much and will contribute more, even with- 
cut avowed effort, to the better understanding of trans- 
portation problems generally. One cannot maintain alto- 
gether am isolated, or provincial, or selfish view when he 
is mingling every day with other men with other points 
of view. He cannot help but see these other points oi 
view, and his own cannot do otherwise than broaden. 
There is all the difference in the world, in his breadth 
of vision and the way in which he gets results, between 
the man who sits all day in his office making figures 
and attending to routine tasks and never leaves the four 
walls of his prison except to go out to luncheon or when 
he locks his desk to go home for the day, and the man 
who makes it a part of his work to mingle with other 


men and learn what they are doing and what they are 
thinking. 








Still, though the traffic clubs have done much toward 
bringing about this better understanding, there is much 
that yet can be done, a part of which could be accom- 
plished under present conditions, but some of which, per- 
haps, would call for a widening of the clubs’ scope, and 
Consequent inclusion of certain classes of railroad men 
who today are only slightly represented in the member- 
ships of some of them. 

In order to realize to the fullest the benefits, both 
social and business, to be derived from a traffic club, that 
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traffic club should have a home—club rooms—or where, 
for any reason, this is impossible, it should at least have 
a place where those members who wish to and are able to 
may have luncheon together every day or as many days 
as possible. A club that draws its members together only 
on some special occasion loses, in great measure, the 
pleasure and profit they might otherwise have. It would 
seem that in a city of any size or in a club of any size, 
or whose potential membership is large, a considerable 
opportunity for social pleasure, for business benefit, and 
for service to the community and the nation is lost in not 
having a club that is a club in the machinery of its opera- 
tion. 

Now, then, suppose we have a traffic club in every 
principal center of the country, organized for social and 
business purposes, as outlined, composed of the traffic and 
other officials of the railroads resident in that community 
and the traffic representatives of the large shippers in the 
community. (Of course, we are speaking chiefly of the 
traffic clubs whose membership is both railroad and in- 
dustrial.) Are we to stop with these functions? We 
would not have a traffic club organized for and devoted 
mainly to the discussion of or the effort to settle public 
problems. That would take it out of the category of the 
social club, which it is and should be, mainly. But it 
does seem that there are vast potentialities for public 
service in these organizations that have not begun to be 
realized. And we believe they ought to be realized, just 
as we believe that an individual citizen, with whom, of 
course, his family and his business must come first, is not 
yet appreciating his opportunity or doing his patriotic 
duty if he fail to interest himself in public problems and 
to do what he can for the good of his city, his state, and 
his country. The greater his knowledge of a particular 
subject and his capacity for dealing with it, the greater 
his delinquency if he fail to lend his ability to the settle- 
ment of a public problem in which that subject is in- 
volved. 

Sometimes an individual, though his inclination may 
be to do what he can, is puzzled to know how to go about 
it. But for the traffic club there can be no such doubt. 
The way is pointed clearly for it. It is, by its very na- 
ture, composed almost entirely of men who are trained 
to think along transportation lines and who look at any 
transportation problem from both sides. The crystal- 
lized view of a traffic club or a group of traffic clubs on 
any transportation question of public interest would not 
only be valuable, but would be. pretty likely to be cor- 
rected. 

We do not mean, of course, that the traffic clubs do 
not, in a way, realize this duty or opportunity to make 
known their views on public questions related to trans- 
portation. Indeed, many of them are prone to adopt reso- 
lutions. But resolutions, in and of themselves, usually 
accomplish little, and resolutions adopted by traffic clubs, 
about which so little is known by the persons to whom 
the resolutions are directed, travel even more expedi- 
tiously than most literature of that kind to the waste 
basket terminal. 

We would have the traffic clubs first realize their 
opportunity and their duty and appreciate fully them- 
selves the value they could be to the nation; then we 
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would have them proceed in effective manner to make 
their power felt—not by the mere adoption of resolutions 
at club meetings or the mere consideration of reports of 
public affairs committees, and so on, but by real work 
that would get under the skins of the lawmakers and the 
administrators of the laws. This is a practical world. 
Theorists and dreamers have our admiration and our re- 
spect. We must have dreams in order to make life 


worth living. But no matter how correct the theory or 
how beautiful the dream, the hard rule of practice makes 
it necessary that some executive force and ability be ap- 
plied before anything may come of it. 


MINOR COMMISSION ORDERS 


The Trafic World Washington Bureau 


The Battle Creek Chamber of Commerce, the Battle Creek 
Retail Fuel Dealers’ Association and the Postum Cereal Co., 
Inc., have been permitted to intervene in No. 13204, Kellogg 
Toasted Corn Flake Co. vs. Ann Arbor et al. 

The complaint in No. 12959, the Coit-Alber Chautauqua 
Company et al. vs. Albany & Susquehanna et al., has been 
amended by making the Atlantic Coast Line and numerous other 
carriers additional parties defendant. 

The Waco Chamber of Commerce has been permitted to 
intervene in No. 13410, Texas Chamber of Commerce et al. vs. 
Abilene & Southern et al. 

For the purpose of bringing the record up to date the Com- 
mission has reopened for further hearing No. 9613, Cameron Coal 
Co. et al. vs. A. T. & S. F. et al. 

The Niles Chamber of Commerce has been permitted to 
intervene in No. 13313, Michigan Traffic League vs. Ann Arbor 
et al. 

The order in I. and S. No. 1372, Meridian rate case, has been 
modified so as to become effective April 5 instead of February 27. 

The Natchez, Columbia & Mobile Railroad has filed a peti- 
tion asking the Commission to discharge it from the orders pre- 
viously entered in the tap line case, I. and S. No. 11. This 
petition has been set down for hearing March 16 at Washington 
before Examiner Kephart. 

The Commission has reopened for further hearing No. 5626, 
Grand Rapids Plaster Co. vs. Lake Shore & Michigan Southern 
Ry. et al., and fourth section application No. 10596. 

Complainant’s petition for further hearing on the question of 
reparation in No. 11424, Boston Wool Trade Association vs. Abi- 
lene & Southern et al., has been denied. 

Upon petition of the Director-General the Commission has 
reopened No. 11225, Lawton Refining Co. vs. Director-General, 
C. R. I. & P. et al., for further consideration upon the record as 
made. 

The Commission has reopened for further hearing with re- 
spect to the rates from Ranger, Tex., to Minden, La., No. 11842, 
General Iron Works vs. Director-General, C. C. C. & St. L. et al. 

Upon complainant’s petition the Commission has reopened 
for further hearing No. 11619, Acme Cement Plaster Co. vs. St. 
L.S. F. Ry., Director-General, No. 11621, same vs. Pere Mar- 
quette, Director-General et al., and No. 11621 (Sub-No. 1), same 
vs. same. 

Complainants’ petitions for rehearing in Nos. 12141, Missis- 
sippi Valley Iron Co. vs. C. B. & Q., and Director-General, and 
11791, South Chester Tube Co. vs. M. K. & T., Director-General 
et al., have been denied by the Commission. 

The Commission has denied petitions of the Director-General 
for further hearings of Nos. 11808, Marden, Orth & Hastings 
Co. vs. Director-General, C.-B. & Q. et al., and 11432, George A. 
. Fuller Co. et al. vs. A. C. L., Director-General et al. 

The Board of Trade of Kansas City, Mo., was permitted to 
intervene in No. 13406, Corporation Commission of Oklahoma 
vs. Arkansas R. R. et al. 

Upon application of the Orange & Northwestern Railroad 
for approval by the Commission of a contract concerning the 
division of traffic between the Gulf & Northern Railway, Orange 
& Northwestern Railroad, and Gulf, Colorado & Santa Fe Rail- 
way, the Commission has instituted an inquiry under formal 
docket No. 13486, division of traffic betwen the Gulf & Northern 
Railway Company and its connections, to inquire into the mat- 
ters referred to in the application. 

The J. W. Butler Paper Company was permitted to inter- 
vene in No. 13431, Michigan Paper Mills Traffic Association vs. 
Michigan Central et al. 

The Denver Live Stock Exchange has been permitted to 
intervene in No. 13416, the Wichita Board of Commerce vs. 
A. T. & S. BP. et al. 

The Merchants & Manufacturers Association of Baltimore, 
Md., has received permission to intervene in No. 13098, Arbuckle 
Brothers et al. vs. Ann Arbor et al. 
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The order in No. 7865, Chamber of Commerce of Johnson 
City, Tenn., vs. Southern Railway et al., has been modified go 
as to become effective May 31 instead of March 31. 

Upon petition of interveners the Commission has reopened 
for further oral argument Nos. 12081, Fairmont & Cleveland 
Coal Co. vs. B. & O., 12082, same vs. Monongahela Railway, 
12083, New River Company et al. vs. Virginian Railway, 12084, 
same vs. C. & O., and has consolidated these cases with Nos. 
12362, Bell & Zoller Coal Co. et al. vs. B. & O. S. W. et al, 
and 12399, Vigo Mining Co. et al. vs. P. C. C. & St. L et al., for 
argument and disposition. 

The Lyceum and Chautauqua Managers’ Association of 
America and the International Lyceum and Chautauqua Associa- 
tion were permitted to intervene in No. 12959, the Coit-Alber 
Chautauqua Co. et al. vs. Albany & Susquehanna et al. 

The Algonquin Coal Company was permitted to intervene in 
No. 13281, Smokeless Fuel Co. et al. vs. Norfolk & Western. 

The order in I. and S. No. 1365, routing on coal from West- 
ern Maryland Railway mines to eastern destinations, has been 
modified so as to become effective March 15 instead of Feb. 
ruary 18. 


INTERLOCKING DIRECTORATES 


The Trafic World Washington Bureay 


The Commission has authorized officers of the Boston @ 
Providence Railroad Corporation (in Massachusetts), Old Colony 
Railroad, New York, New Haven & Hartford Railroad, Central 
New England Railway, Boston & Albany Railroad, New York, 
Ontario & Western, and other roads to retain their positions 
with those and other roads; officers of the Mobile & Ohio Rail- 
road, Columbus & Greenville Railroad, and other roads to retain 
their positions with those and other roads; and officers of the 
Mississippi River & Bonne Terre Railway, Missouri-Illinois Rail- 
road, and St. Francois County Railroad to retain their positions. 

Howard Elliott was authorized to hold the positions of di- 
rector of the Ellenville & Kingston Railroad, Ontario, Carbon- 
dale & Scranton Railway, and Port Jervis, Monticello & Sun- 
mitville Railroad in addition to positions previously authorized. 

J. Horace Harding has received permission to hold positions 
as director of the Harlem River & Port Chester Railroad and 
Ceneral New England Railway in addition to positions previ- 
ously authorized. 

E. M. Reynolds was authorized to hold positions as vice- 
president of the Nesquehoning Valley Railroad, Tresckow Rail- 
road, and Wilkes-Barre & Scranton Railway in addition to posi- 
tions previously authorized. 

The Commission has authorized officers of the Cincinnati, 
New Orleans & Texas Pacific Railway, Alabama Great Southern 
Railroad, New Orleans & Northeastern Railroad, and other roads 
to retain their positions with those and other roads; also officers 
of the Beaumont & Great Northern Railroad, Missouri, Kansas & 
Texas Railway, Houston & Brazos Valley Railway, and other 
roads to retain their positions with those and other roads. 

Frank Kell and J. A. Kemp were authorized to hold their 
positions with the Wichita Falls & Northwestern Railway, 
Wichita Falls Railway, and Wichita Falls & Wellington Railway 
Co. of Texas, in addition to positions previously authorized. 

H. A. Worcester and L. S. Emery have received permission 
to hold their positions with the Indianapolis Union Railway in 
addition to positions previously authorized. 

James T. Clark was authorized to hold his positions with 
the Chicago, St. Paul, Minneapolis & Omaha Railway in addition 
to positions previously authorized. 

A. W. Trenholm was permitted to retain his position with 
the Lake Superior Terminal & Transfer Company in addition to 
positions previously authorized. 

Officers of the Kansas City, Kaw Valley & Western Railway, 
Joplin & Pittsburgh Railway, and Kansas City Railways Com- 
pan have been authorized to retain their positions. 

George R. Collett was authorized to retain his positions with 
the East St. Louis Junction Railroad, Kansas City Connecting 
Railroad, and Oklahoma City Junction Railway. 


C. W. Wright has received permission to hold the positions 
of general attorney for the Minneapolis & St. Louis Railroad, and 
the Railway Transfer Co. of the City of Minneapolis. 


Officers of the Donora Southern Railroad, Northern Liber. 
ties Railway and Newburgh & South Shore Railway were author 
ized to retain their positions. 


The Commission has authorized officers of the Maryland & 
Pennsylvania Railroad, York Terminal Railway, and Canton 
Railroad to retain their positions; and officers of the Blue Ride: 
Railway, Asheville Southern Railway, Danville & Western Rail 
way and other roads to retain their positions. 


TENNESSEE CENTRAL LOAN 
The Tennessee Central Railway Company has applied to the 
Commission for a loan of $2,250,000 to be applied on the pur 
chase of rolling stock, rails, shop machinery and tools and othe! 
equipment, and to meet short-term indebtedness of $1,000,000. 
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s* «a to commit against the sacred law of competition. All those prais- 
o ‘ ing the worthies mentioned assume they were for combination or 

Current Topics f consolidation for consolidation’s sake. Nothing, it is believed, is 


in Washington 








Railroad Consolidations—Every now and then Washington 
learns that the rest of the country is thinking more of a given 
public policy, as a panacea or an amelioration than it itself is 
thinking, even when the emollient or palliative may have origi- 
nated in the capital. Consolidation of railroads, apparently, is 
being thought of more outside than in Washington. References 
to it, in speeches, articles and resolutions, indicate to those in 
Washington that, apparently, to many it seems like one of the 
ways out of the morass in which the carriers have been wallow- 
ing for more years than a genuine patriot likes to contemplate. 
It is not intended as a reflection on them to say that, so far as 
the surface is concerned, Washington has forgotten railroad con- 
solidation. It has hardly been mentioned. Walker D. Hines, in 
his testimony in the Commission’s general rate inquiry spoke of 
it but hastened to add that it should not be regarded as a 
panacea. Commissioner Hall who is also busy in the general 
rate inquiry, has direct charge of all matters pertaining to the 
Commission’s formulation of a plan for consolidation. As yet 
there is nothing in sight on the subject, so far as his office is at 
liberty to say. The Commission, of course, will hold hearings on 
the subject. That is the Commission’s way. The law inculcates 
that method. The Commission’s experience has been such that 
it hesitates to undertake anything without first having made a 
general alarm so that everybody who thinks -he is interested, 
may come in and have his say. It has had some experience in 
acting quickly, by holding only a limited hearing or undertaking 
to ascertain what should be done by inquiring of some it knew 
to be interested in a subject. Its most recent experience was 
in the matter of reductions in rates on agricultural products and 
the criticisms that fell on it on account of the conference, behind 
closed doors, with the railroads executives which was followed by 
meetings in New York of the executives in which the latter 
formulated a program, which the executives thought would be 
carried out. One of the provisions in that plan was the substitu- 
tion of the general reduction for the heavier reductions in rates 
on grain and grain products in the west. Notwithstanding the 
distinct impression of the executives the substitution was not 
made. Attention is drawn to that recent incident merely to rein- 
force the suggestion that probably it will be a long time before 
the Commission, in the orderly routine of its procedure, can put 
out a complete consolidation scheme. Every railroad in the coun- 
try is entitled to make a showing on the subject because the plan 
tentatively formulated by the Commission includes or affects 
every railroad. That statement, it is believed, shows how chi- 
merical may be any idea based on a theory that a scheme for 
consolidation can be devised, and the railroads persuaded to 
adopt it, in time to have any effect upon the existing rate situa- 
tion. The argument which is to be held February 28 with a view 
to enlightening the Commission as to the meaning of paragraph 
2 of section 5, it is suggested, may also enable the one trying 
to figure out how soon general consolidation may be accom- 
plished. Interminable fights may be expected over terminals 
alone. The government, yielding to the clamor against the big 
packers, some time ago placed a consent decree, requiring the 
big packers to get rid of their railroads, upon the journal of the 
supreme court of the District of Columbia. When the packer 
interest controlling that desirable carrier property in the heart 
of Chicago found the New York Central willing to buy, every 
other trunk line joined in opposition thereto. They have paid 
no more attention to the protestations of fairness made in behalf 
of the New York Central than as if they could not understand 
language and interpreted the signs made by the New York Cen- 
tral as menaces. The question of terminals in the big cities, it 
Is believed, will be one of the big stumbling blocks in the con- 
solidation plan. Every railroad needs a certain amount of ter- 
minal trackage, even if it be decided that in each large city there 
shall be one terminal company, as in St. Louis. St. Louis has 
made as many litigation riots about its monopolistic terminal 
as it could finance, chiefly because it was monopolistic. But 
the consolidation program is monopolistic, so the fighting that 
St. Louis has done, by inference from what it is now proposed to 
do, is foolish. These few suggestions, it is believed, will show 
the utter impossibility of thinking that consolidation will be any 
help for the situation now under consideration in the Commis- 
Sion’s general rate inquiry. 





Consolidation and Traffic—About every time any one speaks 
of the consolidation of railroads the gray beards in the coterie 
begin praising E. H. Harriman, J. J. Hill and Collis P. Hunting- 
ton, among the builders of railroads and J. C. Stubbs among the 
traffic men. All, it is recalled or supposed to be recalled, were 
strong for consolidation. From that point on it is easy to proceed 
with the canonization of men the public authorities of their day 
‘tied to send to prison for the sins they committed or tried 


farther from an accurate appaisement of what those masters of 
transportation had in mind. They wanted consolidation, it is 
believed, only of those things which would yield worth while 
results. Harriman wanted feeders for the Union Pacific. It was 
and still is somewhat of a bridge or a tunnel. Huntington wanted 
a real transcontinental system. Hill was also of that mind, with 
his eastward and westward extensions of the Great Northern on 
the great lakes and the Pacific ocean. They thought about the 
traffic that could be commanded by means of systems extending 
to and from great tonnage centers, not merely systems that, from 
an operating point of view, would be symmetrical. Nearly all con- 
solidation plans fostered by public authorities seem to think first 
of symmetry and of the economies to be achieved in the operat- 
ing department, and physical properties over which certain ton- 
nages can be sent, the theory being that no matter what changes 
might be made in financial affiliations, the tonnage would remain 
constant. The possibility of the public becoming contrary and 
refusing to allow freight to go in the ways appointed by public 
servants apparently has not been much considered. The inclina- 
tion of those who think the Hills and Harrimans should now be 
canonized is to think that undoubtedly good consolidations could 
be made if far-seeing men like them were permitted to proceed 
with mergers which, to them offered opportunities for profit, 
through not merely economies of operation but also through the 
development of traffic now moving in comparatively small volume 
into such volumes as to afford backbone traffic for systems that 
now lack it.:: There are a number of comparatively large rail- 
roads that’ really have no such traffic. They depend on a little 
this or a little of that and a little of something else. They have 
not such a backbone traffic as the Lehigh Valley, for instance, or 
the Bessemer & Lake Erie, so that whatever of general traffic 


comes to them, the revenues therefrom will be practically 
“velvet.” 





Business Conditions Better.—Eugene Meyer, Jr., managing 
director of the War Finance Corporation, is willing to certify 
that President Harding’s optimistic letter to the Minnesota farm- 
ers and stockmen, claiming improved conditions in the basic agri- 
cultural industries, was not overdrawn. Reports from the agents 
of the Corporation, he said, in commenting on the President’s 
letter, bear out the President’s conclusions. Among other things 
he said, corn is selling at country elevators in Nebraska for 40 
cents a bushel instead of half that amount as it was four months 
ago. Hogs are bringing such a price that the farmer who fed 
his corn to them is realizing 80 cents a bushel for it. The cattle 
market, he said, was no longer demoralized; the breeding herds 
are being held; the young stock is no longer being sacrificed; 
and the feeding and fattening business is preceeding in good 
volume and with fairly satisfactory returns. In addition cotton, 
he says, is moving in larger volume than usual at this time 
of the year, with prices that are fairer to the growers. That 
he attributed to the co-operative marketing organizations, pat- 
terned after the marketing organizations in continental Europe 
that have been satisfactory to the agrarian interests of that part 
of the world. The professional mourner for the farmer jeers at 
such facts by suggesting that the farmer has nothing to sell now; 
that the benefit of the increase in prices goes all to the despised 
“middleman” who took advantage of the necessities of the farmer 
during the harvest time and paid him only half the value of his 
crops. Of course the answer to that might be that the farm- 
ers, by not having any marketing organizations of their own broke 
the market when they all rushed in demanding money for what 
they had to sell, that very instant. Depositors in a bank could 
break their bank by doing what the farmers did to those whom 
they have been employing to market their crops. They violated 
Dooley’s fundamental rule in banking of “don’t all come at once.” 
The same thing happens in the stock market, the equally despised 
Wall street, when the owners of stocks and bonds treat them as 
Jonahs, only fit to be thrown overboard for what they will bring. 
The optimists, those who have faith in their country, and a little 
money in the bank, buy the things that are being sacrificed. 
When prices begin rising, the optimists who bought when every- 
body else was selling are denounced as crooks, thieves and gam- 
blers in the necessaries of life. They got no credit for having 
produced some money for those who clamored for it at any 
price, nor for having made it possible for prices to take an up- 
ward turn by holding what they bought for little or nothing, until 
the consumption demands had outrun the supply to be obtained 
from panic-stricken souls. 

Scrapping the Ships.——Workmen thrown out of employment 
through the cessation of work on war ships, in anticipation of 
the adoption of the limitation of naval armament policy, are peti- 
tioning the authorities to hasten the adoption of a policy for 
scrapping the ships that are to be removed from the navy list. 
Somebody has told them the heavy battle ships and battle 
cruisers can be cut up into bits and sold for re-melting purposes, 
and the light cruisers converted into merchant ships. They 
want to help in the melancholy work of dignifiedly doing to the 
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American navy what the Germans did to theirs in Scapa Flow. 
It is believed they are destined to bitter disappointment, even if 
Henry Ford said, as reported, that he would buy the battle ships 
and melt them up for making flivvers. As an advertising ven- 
ture Ford could afford to buy two or three battleships offered in 
a competitive market and go through the motions of scrapping 
them for remelting purposes. In competitive bidding a $25,000,- 
000 battle ship would probably bring $250 just for the advertis- 
ing it would give the buyer. As a business proposition breaking 
up a battle ship for re-melting purposes would be more ludicrous, 
it is suspected, than the tilting at wind mills done by Don 
Quixote. It would be like hiring $10 a day carpenters to pick up 
the nails dropped by other $10 a day carpenters while construct- 
ing an army cantonment, or the making of gasoline from sea- 
weed, All such things could be done but the operation would be 
ten times as expensive as the operation of the railroads by the 
Railroad Administration, which is something shippers know 
something about. After a $10 a day man had worked a whole day 
in reducing the armor plate of a battle ship to scrap, he might 
have enough scrap metal to sell for $8 if somebody would pay 
the freight from the point where he was doing the work, to 
Pittsburgh. The idea of converting cruisers into merchant ships 
is as brilliant as solid ivory heads could produce. The cost 
of converting one would be greater than the cost of buying three 
or four from the Shipping Board, of the thousand or more unem- 
ployed ships on its registers. The only successful way to scrap 
a war ship is to take her out and sink her in deep water. 

Port Equalization.—The question presented to the Commission 
by its own order in I. and S. No. 1476, the so-called equalization 
of south Atlantic and gulf ports with north Atlantic ports, looks, 
to any one having any experience of politics, like one of the 
things that had better been left alone. Shippers in the south 
and middle west, it is believed, want an equalization. The 
Pacific coast, inasmuch as it might obtain a benefit therefrom, 
could be indifferent even if not for the equalization. The east 
and possibly the intermountain territories, from self interest, 
might be expected to oppose the move. If the Commission con- 
demns the proposal and forbids it, there is hardly any question 
about the matter being made a matter of politics. Southern and 
middle western senators have already shown an interest in it. 
Trade organizations in the middle west have taken it up. The 
only ground upon which the Commission could forbid the equal- 
ization than could be seen without the use of glasses would be, 
on the ground that it might deprive the eastern and transcon- 
tinental carriers of some revenue. The answer of the lines of 
the middle west and south to that contention was that the lower 
rates to New York and the other north Atlantic ports were de- 
priving them of the revenue to which the geography of the situa- 
tion entitled them. That would be enough, or more than enough 
to persuade senators to burden the mails with protests to the 
Commissioners that, in their judgment, their constituents had 
not been fairly treated. The fourth section has been amended, 
not once, but several times, because congress was dissatisfied 
with the construction placed upon it by the Commission. 

A. 3. Hi. 


CLOSING SESSION OF CHAMBER 
The Trafic World Washington Bureau 


The resolutions committee of the National Council of the 
Chamber of Commerce of the United States referred to the 
board of directors of the Chamber for consideration, several 
resolutions proposed to the committee. The resolutions thus 
referred related to the appointment of a subcommittee in the 
chamber’s transportation department to study problems of high- 
way development; to opposition to any amendment of the trans- 
portation act before a full test under normal traffic conditions, 
and to the relation of freight rates to business conditions. 

Howard Elliott, chairman of the Northern Pacific, at the 
closing session of the meeting of the National Council, after 
reviewing the financial condition of the railroads, said: 








I was very sorry that last night two of the great national figures 
of this country, Mr. Hoover and Mr. Cummins, who are listened to, in 
their very admirable discussion of our difficulties, were not willing to 
say even a few words about the necessity of labor sharing in the 
deflation that is now in process. 

What is generally described as labor has already been hurt by 
unemployment and by some reductions in wages. That does not, 
however, yet affect the great transportation industry to the extent 
it should, if what you want and what I want and what nearly every 
economist wants—a lower transportation charge—is to be obtained. 
It would seem to me that labor, through some of its great leaders, 
ought to recognize that the deflation process is going on and admit 
that it is here and allow a lower unit of wage in many directions, 
not only on the railroads but in the mines and in the building trades: 
all of which would mean the employment of more men and lower 
unit prices on many articles that are used by all of us, and thus tend 
to reduce the cost of living. 

Since the Adamson law was passed in 1916, the change in payrolls 
has been this: In 1916. before the full effect of the Adamson law was 
felt, the total railroad pay rolls for the country was $1,468,000,000. 
Last year it was running at the rate of $3,698,000,000. 

The last figures, arrived at by corrections and readiustments with 
the government and so on, show, for the vear 1920, that out of the 
operations of the railroads the owners had $21,000.000 and the pay roll 
was $3,689,000,000, or more than 180 times more than the owners got: 
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that the increase in labor alone, from 1916 to.1920, was $2,230,000,000; 
and that the pay roll in 1920 nearly equaled the entire operating 
expenses of all the railroads in 1916, which were $2,357,000,000. 

I claim that a reasonable policy of labor deflation would be ex- 
tremely helpful, because the wage bills of the railroads are so large 
a part of their total expenses, and the railroads are such heavy buyers 
of materials the cost of which is made up so largely of labor. 

On the rate question itself: the rates are higher than they ought 
to be, and the total is very large, but the amount of transportation 
is also very large. The production of transportation is extremely 
costly and there is no adequate return on the plant, as I have shown 
you. You should also remember that prior to the war the genera] 
level of rates was not sufficiently high to protect this national indus- 
try and there was danger to everybody—which danger exists today— 
that the supply of transportation would not be adequate for the needs 
of the country. The rates are higher than they were before the war 
but they are still far too low for safety, and we are operating today 
with an indefensible basis of rates—if the country desires to continue 
private operation and ownership of railroads. And you ought also to 
remember that this country has not, because of the changed condi- 
tions here, increased its transportation charges nearly as much as 
any other country where they had to meet changed conditions. 


JURISDICTION OVER CGNSOLIDATIONS 


The Trafic World Washington Bureay 


Arguments on one of the most perplexing questions before 
the Commission, one that, it is believed, goes to the vitals of 
the desire of Congress to see the railroads consolidated into 
big systems, under plans supervised by the Commission, will 
be heard by the Commission February 28, in Finance Docket 
No. 2186, In the matter of the application of the Pittsburgh & 
West Virginia Railway Company for authority to acquire con- 
trol of the West Side Belt Railroad; and Ex Parte No. 81, in 
the matter of the construction of paragraph (2) of section 5 
of the interstate commerce act. 

Importance attached to the matter by the Commission may 
be inferred from the fact that it served notice of the argument 
on Luther M. Walter, attorney for the trunk lines that are try- 
ing to prevent the acquisition of the Chicago stock yard rail- 
roads by the New York Central; Butler, Lamb, Foster & Pope 
of Chicago; Irving Herriott of Chicago; Root, Clark, Buckner 
& Howland of New York; Alfred A. Cook of New York; William 
L. Marbury of Baltimore; Alfred P. Thom, Association of Rail- 
way Executives; and the American Short Line Railroad Asso- 
ciation. They are not directly interested in the effort of the 
Pittsburgh & West Virginia to suppress the separate organiza- 
tion of the belt line owned by it so as to simplify its bookkeep- 
ing, which is the chief object that has been shown in the case 
that is to be used for the purpose of argument. The chances 
are, it is believed, the Pittsburgh & West Virginia part of the 
case will be unimportant in comparison with the Chicago stock 
yard phase of the case. 


Reason for the discussion was furnished by the fact that 
some question has arisen as to the authority of the Commission 
to deal with the Pittsburgh situation under the second para- 
graph of the fifth section. With a view to obtaining light on 
that question, the Commission has asked those who desire to 
participate in the argument to make answer to questions pre- 
pared by it. It is understood the questions submitted for dis- 
cussion are those which have arisen in the conferences among 
the commissioners. The questions are as follows: 





(1) May one carrier engaged in the transportation of passengers 
or property subject to the act acquire control of another such carrier 
or carriers by any of the methods specified in paragraph (2), section 
5 or said act without obtaining the approval of the Commission, as 
provided in said paragraph? 

(2) Does said paragraph (2) authorize the acquisition by one such 
carrier of title to the physical property of another such carrier either 
by deed or by lease in perpetuity, the transaction amounting to ‘‘con- 
solidation into single system for ownership and operation,’ but not 
involving the creation of a new corporation or change in the corporate 
identity of either? ’ 

May one such carrier controlling 51 per cent of the voting 
power in another such carrier acauire additional voting power by the 
purchase of an additional percentage of such other carrier’s securl- 
ties without securing the approval of the Commission under said 
paragraph? 

(4) May one such carrier purchase less than a controlling interest 
in the securities of another such carrier where such purchase will not 
in and of itself give the purchaser control without securing such ap- 
proval under said paragraph? 

(5) May the Commission in connection with an application for au- 
thority to acquire control by lease prescribe as a condition of its 
approval of said lease that the applicant shall not during the life of 
said lease part with its control over the lessor previously acquired by 
the acquisition of capital stock? 7 

(6) May the Commission in authorizing acauisition of control in 
one manner prescribe conditions with respect to the exercise of control 
in another manner? 

7. What conditions, generally, may the Commission impose under 
paragraph (2), section 5 in authorizing the acquisition of contro! in the 
manner therein prescribed. 


M. K. & T. CERTIFICATES 


Authority has been granted by the Commission to C. E. 
Schaff, receiver of the Missouri, Kansas & Texas Railway Co. of 
Texas, to extend the maturity of $3,000,000 of receiver’s cer- 
tificates from February 15, 1922, to May 15, 1922. The receiver 
said he was without funds to pay the certificates and that the 
majority of the holders of them had agreed to their extension 
to May 15. He said he believed that by that date the reorganiza- 
tion of the company will have progressed to a point where funds 
will be available to meet the certificates. 
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RATES ON COAL TO KANSAS CITY 


The Commission, in report on I. and S. 1425, has stopped 
what threatened to become a rate war on coal, by forbidding 
reductions from mines in Missouri, Kansas, Oklahoma and Arkan- 
sas and from mines in Springfield, Illinois, district, to Kansas 
City. 

The southwestern lines proposed a cut of 28.5 cents on the 
theory that their rates, in relation to rates from Springfield 
were too high. The Chicago & Alton met that move by filing a 


tariff also reducing rates by the same amount, but it asked and 
procured a suspension. 


The Commission said it felt reductions of this kind should 
not be encouraged while it was considerinE the question of 
general reductions, especially when it was admitted that reduc- 
tions. if permitted, would mark the beginning of a rate war. 

The Commission’s prohibition (mimeographed without 
opinion or page numbers) is a distinct move by the regulating 
body to prevent the sacrifice of revenue by carriers in an 
effort to obtain more traffic. It is unlike the order in the case 
of the Detroit, Toledo & Ironton, in which that carrier proposed 
to cut the rates on coal from two districts in Ohio to Toledo and 
destinations in Michigan which had been established by the 
Commission. The revenue feature in that case was mentioned 
but it was generally subordinated to the relationship question. 


In this case, however, the relationship question was subordinated 
to the revenue question. 


The issues, as stated in the Commission’s report, drawn from 
the contentions of the carriers were as follows: 


The southwestern carriers assert that their present rates are not 
unreasonable and that the revenue received under them is not excess- 
ive. They, with the exception of the Missouri Pacific, ask us to permit 
their proposed rates to become effective in order to widen the spreads 
between the competing fields, and to order the cancellation of the pro- 
posed Alton rate. They propose to widen the present difference in 
favor of the southern Kansas group from 81 cents to $1.095, but ask 
that their reductions be allowed only on condition that the Alton is 
prevented by us from reducing its rates from the Springfield group. 
The Missouri Pacific opposes all of the proposed reductions, including 
its own; and it urges that all of the suspended schedules should be 
cancelled and that a differential between the competing fields should 
be fixed by us. The Atchison, Tiopeka & Santa Fe and the Chicago, 
Rock Island & Pacific, which serve mines in the southwestern fields, 
have not joined the K. C. S. and the Frisco in the rates which the 
latter propose. 

The Alton opposes reductions in all of these rates, including its 
own. It insists that the present rates from the two fields are on a 
proper basis, and that a widening of the present difference, as pro- 
posed by the southwestern carriers, would exclude Springfield coal 
from the Kansas City market. The Wabash, which forms a longer 
route than the Alton from mines in the Springfield group and which, 
for competitive reasons, meets the present rates of the Alton on lump 
coal, and 10 cents higher on fine coal, from the Springfield group to 
Kansas City, opposes the proposed reductions of the Alton and the 
southwestern lines, and states that it will reduce its rates if the 
Alton’s proposed rates are allowed to become effective. 

We do not feel that particular reductions of the kind here pro- 
posed should be encouraged during a period when we are considering 
the question of general reductions in rates, especially in view of the 
admissions and assertions that the reductions proposed here, if allowed 
to become effective, would mark the beginning of a rate war between 
certain individual carriers in the southwest and the Alton. 

We find that the proposed reductions from the southwestern fields 
to Kansas City without corresponding reductions in joint rates from 
mines served by respondents to Omaha over their own lines, and in 
connection with other carriers, would result in undue preference of 
Kansas City and in undue prejudice to Omaha, and are not justified. 
_ _We further find that the proposed reductions from the Alton mines 
in the Springfield group to Kansas City without corresponding reduc- 
tions in joint rates from the same mines to St. Joseph and Omaha in 
connection with other carriers would result in undue preference to 


Kansas Citv and in undue prejudice to St. Joseph and Omaha, and are 
not justified. 


COAL RATES NOT UNREASONABLE 


_ Dismissal of the complaint has been made by the Commis- 
Slon in No. 11804, Tuffli Bros. Pig Iron & Coke Co. vs. Director- 
General, as agent, opinion No. 7354 No. 66 I. C. C., 129-30, on a 
finding that rates charged on smithing coal from Douglas, W. 
Va., to destinations in Iowa, Nebraska and Wisconsin, and on 
coke from Jamison, Pa., to destinations in Iowa and Wyoming, 
were not unreasonable. The complaint covered shipments which 
Moved in the period June 25, 1918, to March 1, 1920. The com- 
Dlaint was brought on the theory that the rates assailed were 
Unreasonable because each factor of the combination rates was 
mereased under G. O. No. 28. As in similar cases the Commis- 
Sion held that in the absence of other proof as to unreasonable- 
hess there was no warrant for finding the rates unreasonable. 


RATES ON SMITHING COAL 


A finding that rates on smithing coal from mines in Penn- 
Sylvania and West Virginia, sacked at St. Louis, Mo., and for- 
warded to destinations in western territory after June 24, 1918, 
Were not unreasonable or otherwise unlawful has been made 
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by the Commission in dismissing the complaint in No. 12039, 
Romann & Bush Pig Iron & Coke Co. vs. Director-General, as 
agent, Missouri Pacific et al., opinion No. 7360, 66 I. C. C. 147-8. 
The complainant also alleged that the present rates were un- 
reasonable and unduly prejudicial to the extent that they ex- 
ceeded the rates in effect prior to June 25, 1918, plus a single 
increase of 40 cents per net ton, and asked the Commission to 
prescribe rates that would permit the sacking of smithing coal 
at St. Louis on the basis of the general adjustment maintained 
prior to June 25, 1918, and to award reparation. To grant the 
complainant the future relief prayed for, the Commission said, 
in so far as its complaint has not already been satisfied by vol- 
untary action of the carriers, would apparently require the 
entry of an order prescribing reshipping rates or transit ar- 


rangements at St. Louis. It held that the record did not afford 
the basis for such an order. 


RECONSIGNING CHARGE ON GRAIN 


In a report on No. 10457, Boston Chamber of Commerce et 
al. vs. Director-General, Grand Trunk of Canada et al., opinion 
No. 7358, 66 I. C. C. 142-44, on reargument, the Commission held 
unreasonable the charges collected on carloads of grain recon- 
signed to New England destinations after being held at desig- 
nated “hold points,” to the extent the charges exceeded those 
which would have accrued under the rule prior to the Commis- 
sion’s decision in the reconsignment case, 47 I. C. C. 590, plus 
the reconsignment charge. 

The carriers were willing to make refund to that basis, so 
the finding gives formal approval to what they confessed they 
should have done in the first instance. After the decision in 
the reconsignment case, the carriers imposed a combination of 
locals on the stuff which had gone to the designated hold points, 
on account of constructive or actual placement of the cars, for 
delivery, although the agents of the carriers knew the cars were 
not intended for delivery at the hold points and that there were 
no such persons as the consignees at the hold points. The 
agents did that notwithstanding the finding in the reconsign- 
ment case that the New England carriers had not justified their 
proposal to withdraw their special arrangements for recon- 
signing grain and grain products from the recognized hold 
points, which were the gateways to New England. 

Reparation is to be made to the basis of the through rate 


plus the. reconsignment charge, in effect at the time the ship- 
ments were made. 


LUMBER PENALTY CHARGE REMOVED 


Under present conditions, retention of the $10 a day penalty 
charge on lumber held for reconsignment after the expiration of 
free time, the Commission has held, would be unreasonable. 
Therefore, in a report on No. 11818, American Wholesale Lum- 
ber Association vs. Aberdeen & Rockfish, Director-General et al., 
the Commission has required the carriers to cancel the penalty 
tariffs, not later than March 13. At the same time it told them 
it would give favorable consideration to applications for author- 
ity to cancel the penalty tariffs on less than statutory notice. 
The decision is a reversal of the examiner’s recommendation. 

This widely known case was submitted to the Commission 
February 1, when the attorneys completed their arguments. The 
commissioners voted on the question February 11 and the re- 
port, in mimeographed form, without opinion or page numbers, 
was promulgated two days later. It was disposed of with greater 
speed than shown in any easily recalled case. The speed may 
be due to the fact that, in one form or another, the commission- 
ers have been considering the questions involved for more than 
two years. 

Only two questions were really at issue. The first was as 
to whether the Director-General, who initiated the $10 a day 
penalty charge, was authorized by law to do so. The second 
was as to whether, in view of existing conditions, its further 
retention would or would not be reasonable. 

As to the first question, raised by the contention of the 
complainants that the language of the federal control law did 
not authorize the Director-General to do what he did when he 
imposed the charge, the Commission said: 

“We are of opinion that the Director-General was authorized 
to inaugurate any reasonable and just regulation and practice 
which he might find necessary to eliminate the abuse of ex- 
cessive and unreasonable detention of freight cars. 

“The right of the carriers to assess charges for undue de- 
tention of equipment existed at common law, and such charges 
are now published in schedule form in accordance with the pro- 
visions of the interstate commerce act. It is settled that we 
may require the carriers to maintain reasonable demurrage 
charges, which are in part compensation to the carriers for use 
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of their equipment, and in part penalties imposed on shippers 
for detention of cars. A charge in the nature of a penalty is not 
unlawful if its purpose is to secure for the public a more effi- 
cient use of equipment. Where it should not be so high as 
to work an undue hardship upon the shipper who must occa- 
sionally pay it, it should be sufficient in amount to accomplish 
the purpose for which it is intended. 

“We have in a number of cases considered and approved 
charges, established by carriers, which admittedly were in part 
penalties to prevent detention of equipment by shippers. Thus, 
in American Paper & Pulp Assn. vs. B. & O. R. R. Co., 41 I. C. C. 
506, at page 512, we said: 

A rule which permits the shipper to use valuable facilities of the 
carrier for unlimited periods, while seeking to find the markets for 
the goods stored or while waiting the convenience of the consumer, 
is not a proper rule, and the practice, as complainant charges, is 
beyond the function of a common carrier. Such a practice may, and 
often does, conflict with those functions. 

“The lawfulness of the charge is further assailed on the 
ground that, prior to its. establishment, the schedules of the 
carriers and of the Director-General provided in substance that 
freight might be reconsigned at the through rate applicable from 
the point of origin via the reconsignment point to the final 
destination without limit of time within which the reconsign- 
ment must be made. They contend that defendants have no 
right to assess a penalty against the shipper for availing him- 
self of an arrangement so held out to shippers, and that the 
assessment of a penalty for the detention of cars is a double 
charge for a single service, because the demurrage charges at 
the time the penalty charge was made effective had been in- 
creased to care for the identical emergency for which the penalty 
charge was established. 

“The contention that a double charge was made for a single 
service was advanced in N. Y. Hay Exchange Assn. vs. P. R. R. 
Co., 14 I. C. C. 178, and again in the case of New York & New 
Jersey Produce Co. vs. R. R. Co., 49 I. C. C. 98, where the assess- 
ment of track storage charges, in addition to demurrage charges, 
was attacked. In both cases we found against the contention. 
A charge is not necessarily unlawful because it is made up of 
two separately published charges. The real question is as to 
the propriety of the aggregate charge.” 

As to the reasonableness of the charge at the present time, 
the Commission said: 

“A railroad’s function is to move traffic. The furnishing of 
storage is not a primary function. The free time provided for 
loading, unloading and reconsignment has been fixed as the 
reasonable time within which cars should be released and made 
available for further movement. The shipper has no inherent 
right to detain a car beyond the free time, and thus prevent it 
from being used for transportation by other shippers. Car 
shortages have resulted in incalculable loss in the past both to 
the carriers and the shipping public as a whole, and when it 
appears that shippers detain cars for purposes other than those 
necessary for proper transportation the carriers are justified in 
taking steps to prevent such abuses. 


“We find that conditions existing at the time warranted the 
establishment of the penalty charge and that it was not un- 
reasonable or otherwise unlawful. There is now a large surplus 
of serviceable empty cars, and generally speaking no congestion 
in the country. In the past car shortages at times have followed 
quickly upon periods of car surplus. It is impossible to fore 
cast the continuance of present conditions, or what will be the 
conditions when the normal stride in business is reached. We 
are of the view that there is no justification for the charge at 
the present time and we find that while present conditions con: 
tinue it is and will be unreasonable. 


“The respondents in the suspension case have justified the 
cancellation of the penalty charge. 


“It should be clearly understood that our approval of the 
elimination of the charge at this time is based solely on existing 
conditions, and is not to be construed as an inhibition on the 
carriers to publish penalty charges in the future if and when 
conditions warrant.” 

A number of smaller questions were raised in the case and 
disposed of. They, however, did not go to the heart of the mat- 
ter. One of the subsidiary questions, as set forth by the Com- 
mission, and disposed of by it was “the proposal of the Chicago, 
Peoria & St. Louis Railroad Company to cancel the $5 reconsign- 
ment charge on lumber when instructions are received prior to 
arrival of car, and to reduce the charge from $7 to $3 when 
instructions are received after arrival of car. Little evidence 
was produced with respect to the changes in reconsignment 
charges thus proposed. The charges of $5 and $7 now in effect 
are generally uniform on all railroads throughout the country 
and were approved by us in the reconsignment case. This re 
spondent’s traffic manager testified that, in his opinion, the pro- 
posed charges were compensatory, but admitted that he had 
made no close study as to the service rendered under recon- 
signment. Upon the record before us we are of opinion and 
find that this respondent has not justified its proposed schedule.” 

Another matter that arose in the case was the proposal of 
the Toledo, St. Louis & Western to reduce the reconsignment 


THE TRAFFIC WORLD 


Vol. XXIX, No. 7 





charge $3 irrespective of the time when instructions might be 
received. The Commission said the lawfulness of that tariff was 
not in issue. 

It also announced it would retain jurisdiction over the sub. 
numbers to give the complainants an opportunity to present 
evidence, if they desired, as to whether the charges were or 
were not applicable under the tariffs, some question as to the 
legality of the tariffs having been raised. 

The report in the formal case covered not only the sub- 
numbers, of which the Commission retained jurisdiction, but 
also I. and S. No. 1421, Penalty Charges on Lumber Held for Re. 
consignment. The sub-numbers in which the Commission re- 
tains jurisdiction for the purpose indicated are as follows: 

Sub-No. 1, Van Cleave Saw Mill Co. vs. Director-General, as 
agent; No. 2, George W. Miles Timber & Lumber Co. vs. same; 
No. 3, Berthold & Jennings Lumber Co. vs. same; No. 4, Robert 
Kamm Lumber Co. vs. same; No. 5, The Nicola, Stone & Myers 
Co. vs. same; No. 6, The Myers-Parsons Lumber Co. vs. same; 
No. 7, Union Wholesale Lumber Co. vs. same; No. 8, Burnaby 
Bros. Lumber Co. vs. same; No. 9, Chicago Lumber & Coal Co. vs. 
same; No. 10, South Arkansas Lumber Co. vs. same; No. 11, W. 
T. Ferguson Lumber Co. vs. same; No. 12, Gloor-Oatmann Lum- 
ber Co. vs. same; -and No. 138, Western Lumber Co. vs. same.” 


NEW ENGLAND DIVISIONS INCREASED 
The Trafic World Washington Bureau 


A 15 per cent increase in divisions of class rates and com- 
modity rates dividing on the class rate basis, estimated to yield 
about $7,500,000 a year, has been given the New England lines 
by the Commission reversing itself in No. 11756, Bangor & Aroo- 
stook et al. vs. Aberdeen & Rockfish et al., opinion No. 7372, 
66 I. C. C. 196-215. The higher divisions are to become operative 
not later than March 1. The case was decided January 30, but 
the opinion was not made public until February 14. 

A dissent was written by Commission Hall. He suggested 
the decision was founded on the theory that the New England 
carriers needed the money and the ‘Commission thought it should 
give it to them. Commissioner Daniels also dissented, but his 
dissenting views were not so pointed in terms as those of Mr. 
Hall. He confined himself almost wholly to the assertion that 
nothing had come out on reargument that had not been said at 
the first argument, and the theory of the Commission that a 
wholesale division case, such as this one, could be disposed of in 
the same way a general rate increase or reduction case could 
be handled. 

Commissioner Esch also dissented, but wrote no separate 
views. 

Commissioner Potter wrote a concurring opinion. He pre- 
sented the view that, in increasing the divisions for the New 
England carriers, the Commission was not taking something from 
the carriers west of the Hudson to which they were entitled, 
because, when it allowed the general increase under Ex Parte 
74 it could have directed that a certain portion of the increase 
should go to the New England carriers and a certain portion 
to those west of the stream; in other words, that carriers can- 
not acquire vested rights in a general level of rates or divisions 
thereof any more than a shipper can acquire such rights. 

A peculiar fact in connection with the case is that the 
Bangor & Aroostook, the principal complainant, is not to receive 
the benefit thereof. It was excluded, the Commission said, be- 
cause it had not put any facts into the record as to the divisions 
it had been receiving. 

The 15 per cent increase in division is not to be made by a 
simple arithmetical calculation whereby 15 per cent is to be 
added to the division of each New England carrier. As to divi- 
sions of the New England carriers that in dollars and cents are 
less than the divisions to carriers west of the Hudson River the 
new divisions are to be 115 per cent of the present ones. As to 
divisions to the New England carriers, which are greater than 
to the carriers west of the Hudson, the addition to the New 
England divisions is to be 15 per cent of the division at present 
accruing to the western carrier or carriers. The rule for divid- 
ing joint rates is to apply to class rates and commodity rates 
dividing on the basis used in dividing class rates. The decision 
does not affect coal, coke, fluid milk, and some other traffic as to 
which there was no testimony by the New England carriers. 

The Commission decided, after this reargument, that it could 
deal with the divisions in the same way that it handled general 
rate cases. In preparation for the announcement, in its report, 
ot the theory on which it could dispose of the matter in the man- 
ner indicated it called attention to the fact that in Ex Parte 74 
it pointed out that while the New England carriers had been 11- 
cluded in the eastern group and had been subjected to the per 
centage of increase for that group the evidence as to the dis 
proportionate needs of the New England lines made it desirable 
that the carriers give careful consideration to the divisions of 
joint rates accruing to the New England lines. It further said 
the evidence in this case indicated that the financial needs of the 
New England lines were not ascribable to the low level of their 
local freight rates or their low passenger fares. It discussed 
also the case which resulted in the promulgation of the s0- 
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called Anderson scale and also a case involving intrastate rates, 
in each of which it allowed the carriers to take steps to remove 
from themselves the reproach which theretofore could have been 
justly laid upon them of maintaining local rates inadequate as 
compensation for the services performed by them. Discussing 
the subject the Commission said: 

“In the cases involving intrastate rates which followed this 
general increase of 1920 it has been customary to supplement 
our general findings by the following reservation: 


These findings are without prejudice to the right of the authorities 
of the state of * * *, or of any other party in interest to apply, in 
the proper manner, for a modification of our finding and order as to 
any specific intrastate rates, fares or charges on the ground that the 
latter are not related to the interstate rates, fares and charges in such 
a way as to contravene the provisions of the interstate commerce act. 


“Likewise, in Rates on Grain, Grain Products and Hay, 64 
I. C. C. 85, where percentage reductions in the rates on grain, 
grain products and hay in the territory west of the Mississippi 
River were ordered, we were not deterred by the fact that such 
reductions might, and pobably would, leave certain individual 
rates unreasonably low and others unreasonably high. In all 
such general rate cases we have realized and have held that 
if we were required to consider the justness and reasonableness 
of each individual rate, the law would in effect be nullified 
and the Commission reduced to a _ state of administrative 
paralysis. 

“Is there good reason why a similar policy should not be 
pursued when parts of rates, i. e., divisions, are in issue? Mani- 
festly there is need, in the case now before us, for a thorough 
revision of divisional arrangements upon a more logical and 
systematic basis. Manifestly, also, if a horizontal increase is 
made before this revision takes place, the result may be to 
leave certain divisions too high and others too low. But in this 
respect the results flowing from the general increases or re- 
ductions in rates which we have frequently authorized have 
been paralleled. Moreover, any comprehensive revision upon 
a logical and systematic basis can be consummated only after 
many months of labor and, very probably, only after further 
prolonged recourse to us. In the meantime the New England 
lines will be denied even a portion of the relief to which the 
record indicates that they are entitled and which the public 
interest clearly requires. 

It has been suggested that when we authorize a horizontal 
increase in rates any shipper who may thereby be subjected, 
in a particular case, to the payment of unreasonable charges 
has the opportunity to obtain an award of reparation. But such 
an award cannot be obtained, as a rule, without expense; and, 
furthermore. if similar general relief were granted in a divi- 
sions case, the opportunity would likewise be open to any indi- 
vidual defendant carrier to complain at once of its own divisions, 
and, upon proper showing, to obtain a revision dating back 
to the filing of its complaint. It may be noted that where a 
general reduction of rates is ordered, as in Rates on Grain, 
Grain Products, and Hay, supra, no similar opportunity is 
afforded. In Pittsburgh & W. Va. Ry. Co. vs. P. & L. E. R. R. 
Co. supra, and East Jersey R. R. & T. Co. vs. C. R. R. Co. 
of N. J., 683 I. C. C. 80, we prescribed blanket increases of divi- 
sions without considering the separate divisions of the numer- 
ous defendant carriers. 

“Upon further consideration we are of the opinion that in 
a case involving divisions we may, when the public interest so 
requires, grant immediate relief subject to later readjustments, 
as we have done in cases involving general increases or reduc- 
tions in rates. Otherwise, we shall fail to do substantial justice. 
The act requires a practical administration, and prompt action 
where that is necessary in the public interest. In our former 
report we recognized the need for a revision of. the divisions. 
The course of action suggested in that report having failed to 
produce prompt relief, we must adopt another, justified by the 
record, which will accomplish what Congress intended should 
be accomplished. 

“We are of the opinion, therefore, that some immediate 
relief may properly be granted to complainants, pending revi- 
sion of the existing divisions upon a more logical and systematic 
basis; but that relief should be held within conservative limits. 
The New England lines are in part responsible for the diffi- 
culties which the case presents because of their failure until 
recently to give the attention and study to their divisional 
arrangements of which these have plainly been in need. It 
— to determine what form this immediate relief should 

ake.” 

As to the measure of relief and the method for bringing it 
about, the Commission said: 

“In one of their exhibits complainants showed, for a con- 
structive year ended October 31, 1919, the revenues accruing 
to them on so-called merchandise traffic interchanged with con- 
hecting lines and the revenue accruing to the other carriers 
Participating in the same traffic. This covers traffic other than 
coal and coke. Eliminating interchange with Canadian lines, 
the total revenue on this merchandise traffic was $117,118,424, 
and of this amount $37,974,231, approximately one-third, accrued 
to complainants, and the remainder, $79,144,193, approximately 
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two-thirds, to connections. In the presentation of their case 
in Increased Rates, 1920, supra, the carriers showed that prior 
to the increase of wages in 1920 the New England lines re- 
quired an increase of about 47.5 per cent in their freight reve- 
nues to meet their needs while the other carriers in the eastern 
group required but 28 per cent. It was testified that the in- 
creases which we subsequently authorized averaged about 37 
per cent throughout the eastern group. If it had been possible 
to provide at that time that one-half, instead of one-third, of 
this increase on the merchandise interchange traffic should 
accrue to the New England lines because of their greater needs, 
they would have been benefited to the extent of about $7,500,000 
additional per year, and no one, we think, would have regarded 
such a distribution of the increase as unfair under the circum- 
stances. This amount, moreover, falls well below any estimate 
of the disproportionate burden which the New England lines 
have suffered in the past three years by reason of the extraor- 
dinary changes in rates and wages.” 

“An increase of this amount in the divisions received by com- 
plainants would manifestly be of benefit to them far greater than 
the detriment to their western connections. To illustrate this: 
If the railway operating income of complainants had been in- 
creased by $7,500,000 in the 12 months ended September 30, 1921, 
their deficit of 0.87 per cent on investment would have been 
converted to an income of 0.04 per cent, while if the railway 
operating income of the other lines in the eastern group had 
been decreased by a like amount, the result would have been 
cnly a reduction in the amount earned on investment from 2.85 
per cent to 2.76 per cent. It further develops that if the divi- 
sions now received by complainants on this merchandise traffic 
were increased by 15 per cent, subject to the limitation herein- 
after set forth, the result, as nearly as can be estimated, would 
be an increase in revenue of not exceeding $7,500,000. 

“We find, therefore, that the divisions of the joint class rates 
here under consideration and of the similar joint commodity 
rates which divide on the class rate basis, other than those in 
which complainant, the Bangor & Aroostook Railroad Company, 
participates, will for the future be unjust, unreasonable and 
inequitable to the extent that complainants’ divisions thereof 
shall be less than 115 per cent of their present divisions, except 
in cases where their present divisions are greater than the divi- 
sions accruing to defendants, in which cases the aforesaid divi- 
sions will for the future be- unjust, unreasonable and inequitable 
to the extent that complainants’ divisions shall be less than 
their present divisions plus 15 per cent of the divisions now 
accruing to defendants. We further find that the just, reason- 
able and equitable divisions to be received by the several other 
carriers participating in the aforesaid joint rates will for the 
future be the amounts remaining of the joint rates over and 
above the divisions so to be received by complainants, to be 
divided among them as they may agree, or, failing such agree- 
ment, as may be determined by us upon application therefor. 

“We enjoin upon complainants and defendants the necessity 
for proceeding as expeditiously as possible with the revision of 
divisions upon a logical and systematic basis which we recom: 
mended in our former report; and in order that delay in this 
process may be reduced to a minimum, we make the following 
additional recommendation: 

“Instead of attempting to cover the entire field at once. 
certain important traffic of comparatively simple characteristics 
should be selected and attention concentrated in the first instance 
upon the divisions of the rates upon such traffic in order that a 
suitable guide for the revision of other divisions may as soon as 
possible be provided. For example, the class rates applying be 
tween Boston and Chicago and other typical points of traffic im- 
portance in official territory might be selected, the rates on iron 
and steel from Pittsburgh, the rates on fresh meat from Chi- 
cago, and the rates on cement from producing points into New 
England. In making a study of such specific rates, every effort 
should be made to ascertain with such approximate accuracy as 
may prove possible the respective costs of the service per- 
formed by the various participating carriers, including in such 
costs a fair share of the charges attributable to taxes and a 
reasonable return upon the property. The other elements men- 
tioned in the statute, in addition to mileage, should likewise be 
considered. In case of inability to agree upon the divisions of 
such rates, the question may ibe presented to us in advance of the 
consideration of other specific divisions.” 


Commissioner Hall in his dissent pointed out that the order 
runs against every carrier west of the Hudson and that some 
of the joint rates apply from the Gulf and Pacific coast to New 
Ingland and that the carriers involved as defendants are of 
varying degrees of prosperity and financial adversity. Said he: 

“Yet all of these defendants, without exception, are here re- 
quired to yield up to some New England roads shares greater 
by 15 per cent than those which they have agreed upon among 
themselves. No attempt is made to ascertain the effect upon de- 
fendants of this requirement, or to ascertain whether the shares 
remaining to them of the joint earnings will be just, reasonable, 
and equitable. There is not even a perfunctory compliance with 
the mandates of the statute in that regard. The record affords 
no basis for it. The one outstanding fact in the report is that 
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in the opinion of the majority the complainants need the money. 
Perhaps the defendants need the money as much, and have a 
better right to it. On that we get little light and no facts on 
which to exercise a judgment. What are the rates to be divided, 
what is the important tonnage which moves at those rates and 
on which the important earnings are made, what are the respec: 
tive services performed by the participants in effecting the move- 
ment, what are the cost and value of those services, and what 
the present divisions here condemned? The report gives no 
answer.” 

Commenting upon the Commission’s theory that it could 
dispose of the case in the same way that it has handled general 
rate cases, Mr. Daniels said: 

“To me it seems that there is an insurmountable antithesis 
between prescribing rates for carriers as a whole, and establish- 
ing divisions between the several carriers participating in joint 
rates. The fact that general rate levels as well as divisional 
arrangements may be affected by a public interest does not as- 
similate our powers in the respective premises. In short, I do 
not believe that the complainants have brought themselves with- 
in the terms of the sections of the statute which they invoke.” 

In his concurrence Commissioner Potter said: 

“The majority report now filed requires no taking from the 
respondents of anything that belongs to them. It proposes only 
to insure a disposition of joint earnings necessary to promote 
the purpose for which, under the transportation act, the earnings 
were authorized to be collected from shippers. The result of Ex 
Parte 74 was to establish anew, under the transportation act, the 
basis of rates and fares, the carrier revenues to be enjoyed there- 
from to be appropriated as the act contemplates. Increased col- 
lections from shippers were authorized. They were authorized 
primarily in the public interest to insure transportation through- 
out the nation. In our decision in Ex Parte 74 we could, within 
the law and with all propriety, then have directed a distribution 
of the increase in line with the needs of the various carriers if 
they were properly to serve the public interest. We perhaps 
should have done this. To have done so would not have been 
to take from any line anything that belonged to it. No carrier 
is entitled to earnings except as they fit the purpose for which 
the earnings are authorized. Railways, in furnishing transpor- 
tation, perform a governmental function and are subject to regu- 
lation and control. I understand the theory of the transportation 
act to be that the Congress lawfully may prescribe conditions 
upon which the performance of that function may be continued, 
not infringing upon the right to earn a fair return; that earn- 
ings allowed are in the nature of compensation for services and 
should be neither more nor less than fair; and that an important 
aim of the transportation act was to prevent certain carriers 
from receiving more than they are entitled to or need, and to 
insure that other carriers will receive their needs. The virtue 
of the act largely will depend on whether we, as the agency cf 
the Congress, can accomplish that stability of income essential 
to justify its limitation. To provide as a part of an authoriza- 
tion to collect a particular return that a portion of the collec- 
tion shall be devoted to a particular purpose is, in substance, 
an authorization to the carrier to itself receive and enjoy the 
remainder, and does not infringe in any way upon any of its 
rights. It is fair and proper that all shippers interested in 
transportation should share in the burden of maintaining it. It 
is legal and proper that a carrier performing a governmental 
function be required, in addition to collecting the moneys to 
which it is entitled, to also serve as the agent to collect funds 
to which other carriers are entitled. Such is the spirit of the 
transportation act, as I understand it, which we are bound to 
apply, and such is the definition of our power to effectuate the 
act. What we might have done in Ex Parte 74 we may do now.” 


REPARATION ON WOOD PIPE DENIED 


Reparation has been denied by the Commission in No. 12075, 
American Wood Pipe Co. vs. Director-General, as agent, Oregon- 
Washington Railroad & Navigation Co. et al., opinion No. 7364, 
66 I. C. C. 155-6, owing to failure of complainant to prove pay- 
ment of charges on two carloads of wooden pipe shipped in 
January, 1918, from Tacoma, Wash., to Webak and Still, Ore. 
Charges were collected at the applicable joint class C rates of 
47 and 49 cents to Webak and Still, respectively. The Commis- 
sion found that these rates were unreasonable to the extent that 
they exceeded the aggregates of the intermediate rates contem- 
poraneously in effect, or 44 and 46 cents. 


COAL TO IOWA AND NEBRASKA 


The Commission has dismissed the complaint in No. 11675, 
Nye Schneider Fowler ‘Co. vs. Director General, as agent, C. & 
N. W. et al., opinion No. 7359, 66 I. C.'C., 145-6, on a finding that 
rates on coal from points in Colorado, Wyoming, Kansas and 
Arkansas to destinations in lowa and Nebraska were not unrea- 
sonable. The shipments moved in the period from July to No- 
vember, 1918. The complaint grew out of the increase on June 
25, 1918, under G. O. No. 28 of each factor composing the com- 
binations. The Commission said the complainant offered no evi- 
dence to show that the rates assailed were unreasonable per se 


THE TRAFFIC WORLD 


Vol. XXIX, No. 7 


or in comparison with other rates on coal. It reiterated its find- 
ings in many other cases that the application of general increases 
to the several factors does not, in and of itself, warrant a con- 
demnation of the increased aggregate rate. 


DELIVERY OF FRUIT AT NEW YORK 


A holding that the carrier had not justified its proposals in 
full, has been made by the Commission, in a report on I. and §S. 
No. 1420, Fruits and Vegetables to Duane Street, New York, 
opinion No. 7356, 66 I. C. C., 1385-9. The Erie proposed to increase 
the proportional rates on fruits and vegetables from the New 
Jersey terminals of the Erie, to Duane street in New York, so 
as to make $51 the per car minimum, and to increase terminal 
charges at Duane street by amounts ranging from 2.5 to 4 cents 
per 100 pounds. 

The present proportional is $30 per car. The Commission 
found the Erie had justified the proposal to the extent it may 
increase it to $40 per car, on five days’ notice. That charge 
includes unloading at destination. The charge will be $40 on 
fruits and vegetables. 

As to the terminal charges, the Commission held the carrier 
had not justified the increases. It said the carriers had volun- 
tarily maintained the existing charges for many years as a 
blanket and had not shown any fact with regard to them other 


than that they had not been increased when the through rates on 
California fruits were raised. 


REPARATION ON FIR PILING 


An award of reparation has been made by the Commission in 
No. 12097, George F. Ambrose vs. Director-General, as agent, 
opinion No. 7363, 65 I. C. C., 153-5, on a finding that the charges 
applicable on triple loads of fir piling from Kulshan to Belling- 
ham, Wash., during federal control, were unreasonable to the 
extent that they exceeded charges that would have accrued on 
the basis of a minimum weight of 33,000 pounds for each car 
used, subject to a minimum charge of $15 per car. 


INDIANA COAL RATES 


On a finding that rates on bituminous coal from mines in 
the Linton group in southwestern Indiana to destinations in In- 
diana northeast of Indianapolis during the months of June to 
October, 1918, were not unreasonable, the Commission has dis- 
missed the complaint in No. 11533, Union Traction Co. of Indi- 
ana vs. Director General, as agent, C. & E. I. et al., opinion 
No. 7365, 66 I. C. C., 157-8 


ANIMAL TANKAGE RATE PROPER 

In No. 12182, Darling & Co. vs. Director General, as agent, 
opinion No. 7361, 66 I. C. C., 149-50, the Commission has dis- 
missed the complaint, holding that rates on animal tankage from 
Chicago, Ill., to Little Rock, Ark., in January, 1918, were not un- 
reasonable or otherwise unlawful. Charges were collected at the 
applicable joint class rate of 23 cents and the complainant sought 
reparation to the basis of a rate of 21 cents. 


WEIGHTS OF POTATOES AND PEACHES 
The Commission has dismissed No. 12078, Charles C. Oyler 
& Son vs. Louisville & Nashville et al., opinion No. 7370, 66 I. 
C. C., 175-8, holding the charges on sweet potatoes from Mc- 
Kenzie and Paris, Tenn., and on peaches from Woodmont and 
Johnson’s Siding, Md., to Cincinnati, had not been shown to have 
been based on excessive weights or to have been otherwise 


unreasonable. The Commission denied the prayer for estimated 
weight suggested by the complainants. It said it had not been 
shown the weights suggested would fairly represent the actual 
weights. The charges assailed, it said, had not been shown to 
have been unreasonable. The decision also covers No. 12088, 
same vs. Western Maryland et al. 


RATES ON HOLLOW BUILDING TILE 

An order of dismissal has been entered in No. 11936, Coral 
Ridge Clay Products Company vs. Director-General, as agent, 
opinion No. 7369, 66 I. C. C., 172-4, the Commission holding rates 
on hollow building tile from Coral Ridge, Ky., to Charleston, S. 
C., between May 31 and November 7, 1918, were not unreason- 
able. The complaint was based upon the fact that the shipping 
point of the complainant was intermediate between Louisville 
and Charleston, but the rates were higher from Coral Ridge 
than from Louisville. In November 1918, the Louisville rates 
were extended to Coral Ridge and the attempt in this case was 
to prove the higher rates were unreasonable. The carriers de 


fended on the ground of depression by reason of water com- 
petition. 


MORGANTOWN & KINGWOOD BONDS 
The Morgantown & Kingwood Railroad Co. has filed at 
application with the Commission asking permission to issue 
$40.500 of first mortgage 5 per cent bonds and to dispose ol 
them to the Baltimore & Ohio at par in exchange for a like 
amount of the applicant’s bonds which the B. & O., as owner 
of the capital stock of the applicant, has acquired. 
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RATES ON HOGS TO FORT WORTH 


On a finding that rates on hogs, from Nashville, Tenn., Mont- 
gomery, Ala., and Jacksonville, Fla., to Fort Worth, Tex., were 
and are not unreasonable, Examiner M. G. de Quevedo has. pro- 
posed dismissal of the complaint, in a tentative report on No. 
11947, Armour & Co. vs. Director-General, as agent, Central of 
Georgia, et al. The complainants asked reparation and just and 
reasonable rates for the future. The report also embraces 
No. 11947, Sub No. 1, Same vs. Missouri Pacific, Director-General, 
as agent, et al. 

The complainants sought the establishment of rates via all 
the river crossings based on the short-line distances and the 
scale prescribed for beef and stock cattle in Shreveport-Texas 
Cattle, Lignite, Wood and Tanbark, 48 I. C. C., 283, decided 
January 22, 1918, which applies between Shreveport and points 
in Texas, increased 15 per cent for application on hogs and fur- 
ther increased under the general increases of June 25, 1918, and 
August 26, 1920, the examiner said. 

The examiner said the complainants drew attention to the 
development of the hog industry in the Southeast, and urged that 
as generally the traffic density on all commodities and operating 
conditions in that territory compared favorably with those in the 
Southwest, the scale used in the Southwest should be found rea- 
sonable for interterritorial application from the Southeast to the 
Southwest. 

“The volume of traffic on hogs in the Southeast is consider- 
ably less than in the Southwest, and the movement from the 
Southeast to the Southwest, particularly from Jacksonville and 
Montgomery, is sporadic.” 

The defendants contended that the scale on which the com- 
plainants relied applied in a territory where distance rates have 
been in effect for many years, and was established principally 
for application on cattle to remedy a discriminatory situation not 
present in the instant case, and that such a scale, if established, 
from the Southeast into the Southwest would have an adverse 
effect on revenues, and would result in rates from the South- 
east to the Southwest lower than now in effect in the South- 
west, inasmuch as Ex Parte 74 provided for increases in rates 
from the Southeast of 33 1-3 per cent and in the Southwest of 
35 per cent. 

“The defendants claim that the rates in issue, published in 
1889 and remaining practically unchanged until the general in- 
creases Of 1918, are all too low and do not bear their proper 
share of the transportation burden,” said the examiner. “Their 
evidence is that originally these rates were made upon con- 
siderations which do not now exist, such as low cost of service 
to the carriers, river competition, and competition in the driving 
of stock; that under the present rates the hog industry in the 
Southeast has been developed; and that the revenue derived 
from other traffic, unlike that on hogs, has increased through the 
use of cars larger than those used in 1889. The car revenue 
from the shipments on which reparation is claimed was less than 
on many less perishable commodities of a lesser value, such as 
cement, brick, coal, and lumber, for shorter distances, and which 
moved in appreciable quantities.” 


ILLINOIS COAL RATES 


Dismissal of the complaint in No. 12993, International Har- 
vester Co. et al. vs. C. B. & Q., has been recommended by Ex- 
aminer Howard Hosmer, on a proposed finding that rates on, 
bituminous coal from Farmington, Norris, Brereton, Dunfermline, 
St. David, and Bryant, Ill., to Canton, Ill., are not unreasonable 
or otherwise unlawful. The complainant sought reparation on 
shipments since March 1, 1920, and the establishment of reason- 
able rates for the future. The examiner expressed serious doubt 
as to whether the Commission had the power to give the com- 
Dlainants the relief they sought because the rates involved were 
applied on movement of traffic wholly within the state of Illinois, 
but he said that in view of the finding on the merits of the 
case, further discussion of the jurisdictional question was un- 
hecessary. 


RATES ON IRON AND STEEL DRUMS 


Examiner John A. McQuillan, in a tentative report on No. 
12963, Niedringhaus Metal Ware Corporation et al. vs. Atchison, 
Topeka & Santa Fe et al., has recommended that the Commission 
find that rates on iron and steel drums, from St. Louis, Mo., to 
Galveston, Port Arthur and other Texas points, were not un- 
reasonable but that they are and for the future will be unduly 
Prejudicial to the extent that they exceed or may exceed the rates 
‘ontemporaneously in effect on like traffic from Niles, Ohio, to 
the same destination. 


_ Tentative Reports of the Commission 





The complainants asked for the observance of the usual dif- 
ferentials, in the making of rates from Niles, or a corresponding 
reduction from St. Louis. 

The examiner said the Commission should deny fourth sec- 
tion relief. Approval of that recommendation by the Commis- 
sion would require either the raising of the rates from Niles 
or the reduction of those from St. Louis. 





SWITCHING OF COAL AT CORDOVA, ALA. 


Examiner F. W. McM. Woodrow has recommended the dis- 
missal of No. 11636, St. Louis-San Francisco vs. Northern Ala- 
bama et al., on a finding that the division allowed the Frisco 
out of the joint rail-and-water rate on coal, from the Alabama 
field to Mobile and New Orleans, for the intermediate switching 
done by it at Cordova, Ala., had not been shown to be unreason- 
able or otherwise unlawful. The question as to which carrier 


‘should absorb that intermediate switching charge, the examiner 


said, would be disposed of in No. 11893, Barge Line Division 
Case, in which Examiner Woodrow has made a report. 


RATE ON COTTON TO GALVESTON 


An order of dismissal has been recommended by Examiner 
Charles R. Seal, in No. 12982, Weatherford, Crump & Co. vs. 
Abilene & Southern et al., on a holding that the rate of cotton, 
any quantity, compressed in transit, from Texas common point 
territory to Galveston, for export, was and is not unreasonable. 
The complainants, the examiner said, rested their case wholly 
on the proposition that the carriers in increasing the rate had 
exceeded the measure set by the Commission in Ex Parte 74. 


RATES ON DRY SALT MEATS 


A holding of unreasonableness and an award of reparation 
have been advised by Examiner Warren H. Wagner, in a tenta- 
tive report on No. 12599, Wilson & Co., Inc., of Oklahoma, vs. 
Director-General, as agent,.Illinois Central, et al., as to the rate 
on sweet pickled and dry salt meat in carloads, from Rockford, 
Ill., to Oklahoma City, in the period from June 25, 1918, to 
August 9, 1920. He said the rate should be held unreasonable 
to the extent that it exceeded 73 cents. A joint rate of 77.5 
cents was charged on all shipments, except two which moved 
in July and August, 1919, on which a rate of 72 cents was applied. 
The examiner said the properly applicable rate was 73 cents 
and that, therefore, the charges on the two shipments were less 
than the lawful one. 


RATES ON FRUITS AND VEGETABLES 


In a tentative report on No. 13063, Traffic Bureau, Chamber 
of Commerce, Phoenix, Ariz., et al., vs. Director-General, as 
agent, and Southern Pacific, Examiner Charles R. Seal recom- 
mended a finding by the Commission that the rates on fresh 
fruits and vegetables, in mixed carloads, from Los Angeles and 
points taking the same rate to Tucson, Ariz., were, are and for 
the future will be unreasonable to the extent that they exceeded 
55 cents per 100 pounds prior to June 25, 1918, 69 cents thereafter 
and until August 26, 1920, and 86.5 cents on and after August 
26, 1920, and that reparation should be made to the basis of the 
rates found reasonable. 


RATES ON COTTON TO TEXAS PORTS 


In a tentative report, by Examiner Frank E. Mullen, on No. 
11965, Galveston Commercial Association et al. vs. Alabama & 
Vicksburg et al., the examiner recommended a holding that rates 
on cotton from Oklahoma, Arkansas, Louisiana points to Galves- 
ton, Houston and Texas City were and are not unreasonable, 
He recommended, however, a holding that the rates from 
Arkansas and Louisiana to the Texas ports were and are unduly 
prejudicial in relation to the rates from the same points to New 
Orleans. He recommended the following conclusions: 


1. The Commission should find that the rates on cotton from Ok- 
lahoma, Arkansas and Louisiana to Galveston, Houston and Texas 
City are not unreasonable and that the domestic rates from Oklahoma 
to the said ports are not unduly prejudicial. 

2. That the rates on cotton from points in Arkansas to the Texas 
ports are unduly prejudicial to said ports and unduly preferential of 
the port of New Orleans to the extent that the rates from points in 
Arkansas south of the Arkansas River to the Texas ports exceed the 
rates contemporaneously in effect from the same points of origin to 
New Orleans and to the extent that the rates from points north of the 
Arkansas River to the Texas ports exceed by more than 6.5 cents per 
100 pounds the rates contemporaneously in effect from the same points 
of origin to New Orleans. 

3. That the rates from points in Louisiana to the Texas ports are 
unduly prejudicial to said ports and unduly preferential of New 
Orleans to the extent that the export rates on cotton from the western 
portion of Louisiana as hereinbefore defined to the Texas ports exceed 
the export rates contemporaneously in effect from the same points of 
origin to New Orleans, and to the extent that the rates from the 
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eastern portion of the state of Louisiana as herein defined, to the 
Texas ports exceed by more than 5 cents per 100 pounds the rates con- 
temporaneously in effect from the same points of origin to New 
Orleans. 


1. That the export or shipside rate on cotton from Oklahoma, 
Arkansas and Louisiana to the Texas ports are unduly prejudicial to 
said ports and unduly preferential of New Orleans to the extent that 
the said export rates to the Texas ports exceed the domestic or city 
delivery rates from the same points of origin to those ports by a 
greater amount than the amount of the difference maintained at New 
Orleans between the export and domestic or city delivery rates from 
the same points of origin. 


5. That the rates on uncompressed cotton from Oklahoma, Arkan- 
sas and Louisiana to the Texas ports are not unjustly discriminatory 
in comparison with the rates on cotton compressed in transit at the 
carriers’ expense from the same points to the said ports. 


TIME LIMIT ON SUITS, ETC. 


The Trafic World Washington Bureau 


The situation with regard to claims against the Railroad 
Administration, as viewed by the legal department of the Ad- 
ministration, was outlined this week as follows: 

Suits for loss and damage must be filed prior to March 1. 
Suits to enforce awards of the Commission will be barred March 
1, but Senate bill 621, as changed by H. R. 9908, now before 
House and expected to be passed February 20, allows one year 
from date of Commission award for filing suit notwithstanding 
provisions of section 260a of the transportation act. 

Neither reparation claims nor straight overcharge claims are 
cognizable by the courts prior to finding of the Commission. The 
proposed legislation referred to above also provides for filing 
straight overcharge claims with the Commission up to Septem- 
ber 1, 1922, and the provisions of Senate bill 621, as amended by 
H. R. 9908, are held by the Railroad Administration to cover 
awards made by the Commission on straight overcharge claims, 
and when passed the law will then give one year from the date 
of award by the Commission on a straight overcharge claim for 
the filing of suit to enforce the award in case the Director- 
General declines to pay. 

The viewpoint above is that of the Railroad Administration. 
Shippers have taken exception to the contention that ‘neither 
reparation claims nor straight overcharge claims are cognizable 
by the courts prior to the finding of the Commission.” 


CHANGES IN GRAIN RATES 


The Trafic World Washington Bureau 


In behalf of all carriers concerned, P. J. McCarthy has asked 
the Commission for authority to make changes in the rates re 
sulting from the decision in No. 12929, Western Grain Rate case, 
so as to harmonize the rates through the various gateways and 
the primary markets, as- they were admonished to do in the 
Commission’s report in I. and 8S. No. 1303. 

To preserve the relationships the carriers contend they will 
have to raise rates from Missouri River points to Mississippi 
River points by amounts running as high as five and six cents 
because the rate from Omaha to Memphis, which has been pub- 
lished heretofore as a specific, was reduced by the order in the 
Western grain case, and unless raised, it will not be properly 
related to the Kansas City-St. Louis rate, which, at present, is 
one cent under the Omaha-Memphis rate. They have also asked 
for permission to make changes at Minneapolis, Sioux City and 
other northern primary markets, similar to those asked for in 
respect of the Missouri River markets. 

These increases will be needed to enable them to carry out 
the spirit of the Commission’s earlier decision in I. and S. 1303, 
and avoid fourth section violations. 





INCREASED FRUIT AND VEGETABLE MOVEMENT 

The Department of Agriculture2 reported this week that 
“the total carlot shipments of nine leading lines of fruits and 
vegetables for the week ending February 4 were 7,006 cars, an 
increase of nearly 400 cars over the movement of the previous 


week. During the season to date 323,593 cars of these com- 
modities have moved, compared with 331,812 cars last season. 

“Although shipments of potatoes this season have been 
18,000 cars heavier than during the same time a year ago, apples 
cabbage and onions have moved in lighter volume, thus offset- 
ting the gain in the potato movement. Heavy supplies of po- 
tatoes and cabbage forced these lines slightly lower in most 
markets. The tone was firm in several other features, including 
onions, apples and sweet potatoes.” 





CONDITION OF LOCOMOTIVES 


Out of 64,717 locomotives on line on January 15, the num- 
ber serviceable was 48,679, according to the semi-monthly bul- 
letin of the American Railway Association’s car service division. 
The number of stored serviceable locomotives was 7,013. The 
number in need of repairs requiring more than 24 hours was 
12,917 or 19.9 per cent; less than 24 hours, 3,121 or 4.8 per cent. 
Of the locomotives in need of repairs requiring more than 24 


hours, 3,002 were passenger, 7,575 were freight and 2,340 were 
switching locomotives. 
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GENERAL RATE INQUIRY 


The Trafic World Washington Bureay 


The Commission, at the afternoon session of the general rate 
inquiry, February 9, ruled out two pages of an exhibit intro- 
duced at the morning session by Leonard Way because he had 
not personal knowledge of the cost items therein incorporated. 
H. W. Prickett immediately offered a part of the record in the 
western grain rate case containing the same information and 
which was not challenged in that case. 

When Way, who was appearing for Idaho agricultural inter. 
ests, got back to the thread of his story, he advocated reductions 
on agricultural products ahead of all other things, even ahead 
of ores, in which Idaho is greatly interested. Reductions in the 
western grain case, he said, did not meet the requirements of 
the farmers. Commissioner Hall wanted to know whether the 
farmers got the benefit of that reduction. The witness said ii 
was hard to say. All he knew was that they had moved about 
800 carloads of grain that could not have moved at the higher 
rates. They got the benefit that followed, if any, immediately. 

Lawrence G. Wilson, speaking for the governor of Arizona 
and the Arizona Industrial Association, the last mentioned being 
an organization intended to help the farmers in that part of the 
country, endeavored to show that southern Idaho is not the only 
part of the country in which the loans made by banks far ex- 
ceeded the deposits, and where most of the accounting, on the 
side in which the man trying to do business is interested, is 
written in red. He went through the list of Arizona products to 
show, generally, that the transportation rates eat up much more 
than the producer receives. A shipper of 2,000 crates of canta- 
loupes, he said, owed the railroads $50 after his melons had been 
sold. The growers of lettuce received only 16 per cent of the 
amount paid as freight to get it to market, although Arizona 
lettuce, in the Chicago market, was selling at a premium. 

Fuel oil, he said, was an exceedingly important item in pro- 
duction cost, because machinery for pumping water must be 
run. To show how much freight rates were out of line, he cited 
the fact on a purchase of fuel oil in Texas for $76.75 a car, the 
freight was $435.35, or 570 per cent of the price. The price ot 
kerosene for tractors, at the Oklahoma refineries last fall, he 
said, was 1.5 cents per gallon. The freight rate, however, was 
8.6 cents per gallon, or 540 per cent of the sales price. Rates 
on oil he considered one of the prime factors in forcing the 
closing of mines. The largest mine in the state was able to keep 
in operation, he said, because it could obtain coal from mines 
right alongside of a mine. 

His idea was that the Hoover plan for reductions on primary 
commodities was the proper one. His idea of a proper reduc- 
tion on such commodities was 25 per cent, which, in the inter- 
mountain country, would put the rates below the level of August 
25, 1920. As to fuel oil, which bore a 33% increase, he said the 
whole of the Ex Parte increase should come off. 


Lawrence C. Bishop, representing the governor of Idaho 
and the ranchers of southeastern Idaho, said the ranchers were 
in severe financial straits, unable to ship to markets at Omaha 
or Denver. Ninety-nine per cent of those living on irrigation 
project lands were so poor, according to his testimony, they 
could not pay the $2 fee charged by Idaho for making proof 
about their water rights. Some of the irrigation farmers sold 
alfalfa hay that had cost them $3.75 a ton for $3.50, he said. 
Reductions on grain and live stock had helped some, especially 
by putting the farmers into a better frame of mind, he said. 

Disagreement as to what the American Farm Bureau Fed- 
eration should do with the time assigned to it was shown during 
the afternoon. Immediately after the noon recess, C. H. Farrell, 
on behalf of the Federation and the National Grain Dealers’ As- 
sociation, told the Commission that while those organizations did 
not desire to offer testimony at the present time, their position 
would be announced upon arguments in the case. 

Just before the close of the day’s hearing, C. B. Hutchins, for 
the Federation, asked to be heard. He said no reduction had 
been made on seeds and said the importance of seeds to the 
farmer could not be overestimated. Any reduction would inure 
to the benefit of farmers, either as producers or consumers. He 


was of opinion the reduction on agricultural products should have 
keen applied to them. 


Labor Men Present Statistics 


The inquiry, the last two days of the week ended February 
11, was given over to the presentation of a mass of statistical 
studies, inferences and implications, in behalf of sixteen unions 
of railroad and express workers and the railway employes 
department of the American Federation of Labor. Glenn E 
Plumb, as attorney for those appearing, presented Frank J. 
Warne, who prepared the statistics, and undertook to put into 
his testimony extracts from the speech of Senator La Follette 
concerning the meeting of railroad executives and the repre 
sentatives of some industries which are large shippers, held 
at the Racquet Club, December 9, several accounts pertaining to 
which have been published in The Traffic World. ; 

When the witness read a newspaper clipping purporting to 
quote what Senator LaFollette had said about that meeting as 
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evidence of a “conspiracy,” between the railroads and shippers, 
to reduce wages of railroad employes and settle their differences 
about rates without resort to the Commission, Commissioner 
Aitchison asked Mr. Warne if he thought the present proceeding 
bore out the allegation that the railroads and the shippers had 
agreed to “bury the hatchet.” 

Commissioner Hall interrupted to say that so far as the Com- 
mission was concerned, the witness might dispense with news- 
paper articles and Senate speeches. 

“We want facts,” said he, “and you may confine yourself to 
what you know of your own knowledge.” 

The witness said he was trying to prove the railroads and 
shippers had agreed to try to reduce wages. 

“Is this Commission not interested in agreements made on 
the outside, affecting rates and wages?” he added. 

“If you were present or have authentic copies of the agree- 
ments, you may present them,” said Mr. Hall, “but this Commis- 
sion will not be swayed by speeches and newspaper articles.” 

“And so far as I am concerned,” said Mr. Aitchison, “any- 
body may enter into all the agreements he wishes without in- 
fluencing me in the performance of my duty under my oath of 
office.” 

The points the two Commissioners tried to convey to Mr. 
Warne were that he had not personal knowledge of the things 
he was putting into the record, because he was merely quoting 
from a newspaper clipping as to what Senator LaFollette had 
said; and that even if an agreement had been made by the rail- 
roads and the shippers about wages and rates or anything else 
they might desire to agree upon, the agreement could not be cited 
as a bar to action by the Commission; so that putting into the 
record what had been said in the Senate or in the newspapers 
could have no effect on the issues. 

The admonition resulted in Mr. Warne omitting the read- 
ing of the clippings and even the minutes about the Racquet 
Club meeting. At various points in his testimony, however, he 
referred to what had been said about the meeting at the club, and 
what the newspapers said LaFollette had said about it in 
speeches in the Senate. He said the “agricultural interests (in 
that Racquet Club meeting) claiming to represent the farmers, 
are selling the birthright of the American farmer to a reasonable 
and fair transportation rate, for a measly mess of pottage.” He 
claimed reductions in rates based on reductions in wages would 
mean little to the farmers in comparison with the reduced pur- 
chasing power of the 9,000,000 people dependent upon railroad 
wages as the consumers of food produced on the farm. 

A fact that excited comment, in connection with the list of 
organizations for which Warne was appearing, was the exclusion 
of the Brotherhood of Raiway Trainmen from that list. Accord- 
ing to Plumb’s office, the exclusion was deliberate and not acci- 
dental. W. G. Lee, the head of that organization, disagreed with 
other labor leaders in the threat of a strike last October, holding 
that it would be suicidal. Whether Lee parted company with his 
colleagues in this case on account of the disagreement that took 
place last fall, or for something other than that, was not dis- 
closed. 

Warne, with his exhibiis, after saying the employes had no 
concern with rates, as rates, and advocating neither an increase 
nor a reduction in them, tried to show that the railroads were 
making more in their investment than the Commission’s figures 
showed. He referred to their investment as an “alleged invest- 
ment,” indicating that before he concluded his testimony he 
would show they had not the investment claimed or allowed by 
the Commission, and therefore they had no reason to ask for re- 
ductions in operating costs, at least not to enable them to earn 
the return contemplated by law. 


Railroad employes do not believe their wages should be af- 
fected whatever the decision of this Commission, said Warne. 
“They do not believe their wages should be decreased as rates are 
decreased, or that their wages should be increased as rates are 
mcreased. They believe there is no economic law that estab- 
lishes any relation whatsoever between rates, as such, for trans- 
portation and rates of wages for services performed. They be- 
lieve this is an economically sound doctrine the observance of 
which cannot lead this Commission astray from the facts of the 
Situation which now confront it in this hearing.” 

In proof of his contentions, Warne submitted as exhibits in 
the case charts and statistical tables. These proved, he said, 
that in 1920 operating revenues, which are the product of the 
transportation rate operating simultaneously with other economic 
factors, increased very much greater in amount each month from 
May to September than did compensation to employes, notwith- 
Standing there was no change in the transportation rate although 
the rates of wages were increased. From October to the close of 
the year he claimed operating revenues decreased notwithstand- 
ig a large increase in the transportation rate, while total com- 
pensation to employes decreased due to a less number being em- 
ployed. He also showed how operating revenues decreased in 
one period compared with another, although the transportation 
rate remains the same. 

The railway employes’ participation in the present rate re- 
duction case, Warne said, was due to the claim of railway ex- 
ecutives, that a wage reduction must precede a rate reduction. 


‘ 
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Warne quoted from decisions of the Commission in preceding 
rate cases in which he said the railroads based claims for an in- 
crease in transportation rates upon increases in wages and for 
which claims the Commission failed to find support in the evi- 
dence submitted. He claimed the Commission stated in its deci- 
sion that the carriers had not sustained the burden of proof 
which the statute casts upon them in justifying proposed ad- 
vanced rates, in so far as that justification depended upon the ne- 
cessity for greater net revenue resulting from increases in wages. 
“Even though the percentage of net to gross is less,” he quoted, 
“still the total net may be more and the percentage of net to 
value may also be more.” Wages can increase not only in amount 
but also in proportion to other items of operating expenses and 


still there can be a sufficient net revenue as well as an increase 
in the net, Warne said. 


Discussing the proportion of each dollar of railway operat- 
ing revenue that goes to labor, Warne said that an increase in 
this proportion would be entirely consistent with an increase in 
the amount of the revenue going to investment. For illustration 
he stated that “in 1915 labor received 41.5 cents out of every dol- 
lar of revenue and in 1913 it received 43.1 cents out of each dol- 
lar. But in the latter year, with labor receiving 1.6 cents more 
out of every dollar than in 1915, there went to investment 104,- 
515,602 more in 1913 than in 1915.” 

Continuing, he said: 


Take the two years 1912 and 1913, in which labor received exactly 
the same proportion of each dollar—that is, 43.1 cents. In the latter 
of the two years alleged investment received $79,126,052 more 
than in 1912. A very small proportion of each dollar of revenue—as 
small a proportion as one-tenth of 1 cent—makes a huge total sum be- 
cause of the immensity of the amounts to which it is related. 

For the calendar year ending December 31, 1916, labor received 
four-tenths of 1 cent more out of each dollar than for the fiscal year 
ending June 30, 1916, and at the same time alleged investment re- 
ceived $55,211,558 more during the calendar year when labor was be- 
ing paid 40.8 cents compared with the smaller sum of 40.4 cents for 
the fiscal year. 

Again, for the year 1917 labor received 43.3 cents out of every 
dollar compared with 41.5 cents in 1915, and yet in 1917 when labor 
was getting 1.8 cents more out of each dollar of revenue, investment 
received $250,963,937 more than in 1915. 

Compared with the 43.3 cents out of each dollar paid labor in 
1917 is the sum of 43.1 cents paid in 1912, and yet in the first-men- 
tioned year, when labor was receiving two-tenths of 1 cent more out 
of ry dollar, there went to investment $225,584,387 more in 1917 than 
in 

Widely published figures.of railway executives give the propor- 
tions going to investment in 1920 as 1 cent out of each dollar. The 
inclusion of the amount of the standard return increases this more 
than elevenfold—to 11.4 cents. For 1919 investment reecived 16.2 
cents out of every dollar, instead of 8.8 cents, and in 1918 the amount 
going to investment out of each dollar was 17.6 and not 13.1 cents. 

The 11.4 cents out of every dollar that in 1920 went to investment, 
a relatively low return compared with 1919 and 1918 because of much 
greater maintenance expenditures in 1920 out of revenue, is equal to 
$105,528,216 more than the 23.8 cents out of every dollar in 1915; it is 
$127,614,902 more than the 21.8 cents going to investment in 1914; it 
is even greater in total amount by $80,148,666 than the 25.2 cents re- 
ceived by investment in 1912. 

The 16.2 cents in 1919 and the 17.6 in 1918 received by investment 
out of every dollar are $223,419,659 more than the 23.8 cents in 1915. 
They are $245,506,345 more than the 21.8 cents in 1914; $198,040,109 
more than the 25.2 cents in 1912. They are only $78,348,467 less than 
the 29.1 cents in 1916, this latter standing for the largest proportion 
out of each dollar received by investment in any one of these years 
from 1912 to 1920. 

With labor receiving 53.6 cents out of every dollar in 1920, the 
largest proportion in any one of these nine years, there went to in- 
vestment a much larger sum, not taking into consideration the large 
income to capital through excessive maintenance, than in either 1915, 
when labor received only 41.5 cents, or in 1914, when it was paid 44.1 
cents, or in 1912, when the proportion of each dollar was 43.1 cents. 

It should be plain from all this that an increase in the proportion 
that goes to labor out of each dollar earned is not inconsistent with 
even larger revenues to investment. It is also clear that the propor- 
tion that goes to capital out of each dollar earned may decrease in 
any one year in relation to another year and at the same time invest- 
ment receive a much larger return, This usually comes about through 
the smaller proportion being received on a great many more dollars. 


Criticizing the statistical testimony presented before the 
Commission by railway witnesses as to the rate of return on capi- 
tal, Warne charged that the figures of their alleged property in- 
vestment account were very greatly inflated—that the amount of 
capital invested was considerably less than that upon which the 
roads claimed they should receive a return in interest and divi- 
dends. He also charged the net operating income statistics of the 
railway witnesses were highly deflated, particularly during the 
years of Federal control. Hither of these facts—inflation of prop- 
erty investment or deflation of net operating income—arithmetic- 
ally produces a lower rate of return than the actual facts show, 
said Warne, and that when both exaggerations were combined 
the rate of return shown by the testimony of the railroads was 
many times less than the rate actually received. 


Calls Wage Increases Justified 


Statistical deductions and inability to make some other de- 
ductions that seemed to amaze Commissioners Hall, Aitchison, 
Esch and Lewis, were put before them by Frank J. Warne, 
statistician and economist, for railroad labor organizations, other 
than the Brotherhood of Railway Trainmen, while he was on the 
second day of his testimony in their behalf. 

It was impossible, he said, to estimate the effect of General 
Order No. 27, the one issued by Director-General McAdoo in 
May, 1918. He said he had not been able to make an estimate, 
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and said that, on account of so many different kinds of employes, 
the varying times when some came on and went off the pay roll, 
no one could do so. He repeated that opinion several times. 
Mr. Hall tried to obtain an estimate from him, by questions in 
different forms. 

“Then you could not tell within $100,000,000 as to the in: 
crease in the pay roll of the railroads, caused by General Order 
No. 27,” said Mr. Hall, usually the most even-tempered man, 
with a show of irritation. 

“No, and I don’t believe any one else can,” said Warne. 

“The Director-General undertook to cover the additional cost 
of wages by means of his General Order No. 28, didn’t he?” 
asked Mr. Aitchison. 

“T understand so,” answered the witness. 

' “He fell down,” suggested Aitchison. The witness agreed 
with him. 

Commissioner Hall tried to obtain an admission from the 
witness that estimates of the increase in the pay roll account 
because of General Order 27 had been made. He said he felt 
reasonably certain there had been such estimates, even by Mr 
McAdoo, but he said he could not recall them. He said he could 
procure them, if the Commission needed them. Mr. Hall said 
Warne might put them in if he desired. Usually the witness 
parried questions intended to bring out more definite and con: 
crete information by saying he would later on in his testimony 
have the figures. The volume of his matter, however, was so 
great that if and when he did have figures on the point, their 
pertinency to the questions asked by the commissioners was not 
obvious. 

A few minutes after Mr. Warne had told Commissioner Hall 
it was impossible to estimate the effect, in dollars, of General 
Order 27, the witness said that $1,250,000,000 of the increase 
should not be attributed to increases in rates of wages, or 
charged to operating expenses, because the money was paid fo1 
overtime and time spent on new construction, and that the latter 
should be charged to capital account. 

“The money, however, was paid to wage-earners, was it not?” 
inquired Mr. Hall, who remarked the witness seemed to be able 
to make estimates of the increase caused by General Order 27, 
which should not be charged to operating expenses. 

“Tt certainly was,’ said Mr. Warne. The latter referred to 
the figures collected by the Commission about wages, “as the 
so-called compensation figures” of the Commission. His reason 


for so characterizing them, although he made no particular point 
about the matter, was furnished by the fact that they were pre- 


pared by the railroads. They are prepared in accordance with 
forms prescribed by the Commission. 

“Warne said there was no economic relation between railroad 
rates and commodity prices. Regulated railroad rates, he said, 
should not be compared with “unregulated” monopoly commodity 
prices. Comparison would be unfair, he said, because railroad 
rates were not under monopolistic control such as the prices of 
commodities. Answering a question by Mr. Wood, he claimed 
the prices of farm products were monopoly controlled as soon 
as they passed into the hands of an intermediary. 


Warne said there could now be a considerable reduction in 
rates without any decrease in wages of railway employes. In 
support of that he made analyses of rate increases since 1914, 
which he said showed increases in percentages far greater than 
ever claimed by objecting shippers. 


According to Warne, the railroad industry has been one of 
the most prosperous industries. The amount paid in dividends 
since 1898, he said, had increased more than 200 per cent and 
more than 90 per cent since 1900. To make such figures, the 
witness used the figures resulting from the depression that began 
disappearing in the latter part of 1897 and increasing until about 
ten years later dividends were being paid on about 62 per cent 
of the mileage of carriers, some of it small, but a dividend, never- 
theless. 

One of the points Warne made was that the number of dol- 
lars added to revenue by the increases in rates was two or three 
times greater than the increased number of dollars paid to em: 
ployes. When questioned on that point he said that that was 
so because the revenue was greater than the wages paid out. 
When analyzed in that way the declaration seemed no more 
startling than an assertion that if two were multiplied by three 
the product would be greater than if two were multiplied by two. 

Warne said he had analyzed the increases in freight rates 
that had taken place from 1913 to 1921, showing that for the 
Eastern territory these increases amounted to as much as 128 
per cent; in the Western territory to more than 102 per cent; in 
the Mountain-Pacific section to more than 87 per cent, and in 
the Southern territory in excess of 95 per cent. 


These increases, he said, did not include large advances in 
passenger fares, baggage charges, Pullman car surcharges, ex- 
press rates, railway mail rates, milk rates on passenger trains, 
and changes in express contracts resulting in increases. He also 
explained that the percentage increases on freight traffic in- 
cluded only the general horizontal advances, ordered by the 
Commission and by the Railroad Administration, the latter dur- 
ing federal control of the carriers, and the more general changes 
in the basic rate scales of the various rate territories. 
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“If these final percentages be averaged and weighed ac. 
cording to the freight revenue of the districts for 1918,” Warne 
said, “the average increase for the country as a whole is 113 
per cent. If this increase be applied to the total freight operat- 
ing revenue for Class 1 carriers for 1913, the increase in freight 
revenue due to the 113 per cent increase would be $2,420,434,318. 
The same percentage increase applied to the tons moved one 
mile for the calendar year 1920 shows freight revenue on Class 1 
roads to have been increased $3,341,205,503, assuming the same 
earnings per ton mile as those of 1913.” 

Analyzing the testimony submitted before the Commission 
in the present case by witnesses for the railroads as to the reduc- 
tions in rates that have recently been made and upon which 
railway witnesses had placed much emphasis, Mr. Warne claimed 
that these were on commodities moving for short distances only 
and between few points only. He said: “Except for lumber rates 
from the Northwest, agricultural commodities, and a few other 
commodities, the reductions have not been large and were usu- 
ally made to hold the traffic.” He said: 


Even the reduction on agricultural commodities is of far less im- 
portance than might be supposed. The products of agriculture for 
1918 were only 9.5 per cent of the total freight traffic, and a reduction 
of 10 per cent in rates on products of agriculture, as classified by the 
bureau of statistics of the Interstate Commerce Commission, would 
amount to a reduction of less than 1 per cent. Even if products of 
animals be included, the total percentage of products of agriculture 
and animals amounts to only 12 per cent of the total revenue freight, 
and the reduction would amount to only 1.2 per cent. If the reduc- 
tions of paper rates, or rates on which little traffic moves, be omitted, 
it will be found that the reductions on agricultural commodities and 
animals bulk larger than all other reductions since August, 1920. 

From this it follows that all real reductions effect less than 2.4 per 
cent of the freight traffic, and probably less than 2 per cent. The 
reductions that have been made on sand, gravel and crushed stone 
have been, made largely where these commodities had been moving 
by truck. Testimony in the present case shows that the Boston & 
Maine has made reductions to hold traffic that was being carried by 
truck; that the grain and lumber reductions have been made because 
the traffic was going to other carriers; that transcontinental reductions 
have been made because of competition of the Panama route. A large 
part of the reductions since August 26, 1920, have been mere paper 
reductions, but if they had all been real reductions they would amount 
to a small percentage of the total traffic. 


Says Rate Increases Were More than Wage Increases 


Mr. Warne contrasted the increases in rates of wages to 
railway employes over the same period of seven years he had 
covered for freight rate increases. He quoted from the 1920 
decision of the United States Railroad Labor Board to the effect 
that “from August, 1914, to December, 1917, the wages of railroad 
employes remained substantially unaltered.” By December, 1917, 
the social and industrial changes which accompanied the World 
War had thrown such wages seriously out of line with those in 
other industries and with the cost of living. A short time prior 
to federal control organizations of railroad employes presented 
to the managements requests for substantial increases. The 
director-general on January 10, 1918, appointed the Lane Com- 
mission, referred those requests to it, and empowered it to in- 
vestigate the compensation of railroad employes, and to make 
such recommendations as should be deemed proper. 


On the basis of the Commission’s report the Director General's 
Order No. 27 was promulgated on May 25, 1918. It increased the pay 
of railway employes then receiving less than $250 per month by per- 
centages graduated from 43 per cent to the lower paid employes to 
zero per cent to those receiving salaries of $249 per month. ‘ 

General Order No. 27 was based upon the cost of living at the time 
it was formulated. These costs, however, continued to rise through 
the years 1918 and 1919. In January, 1919, the shop crafts, and there- 
after, other railroad employes presented requests for further wage 
increases aggregating some $800,000,000. The Director General trans- 
mitted these requests to the President, who, on August 25, 1919, urged 
the employes to refrain from pressing them, pending a better oppor- 
tunity to estimate the permanence of high living costs. 

In February, 1920, the organizations of railroad employes renewed 
their requests for wage increases to the Director General, who de- 
clined to act, and was supported by the President in so doing, in view 
of the approaching termination of federal control. The President, 
however, on February 13, agreed to use his influence toward the estab- 
lishment by Congress of legal machinery to deal with controversies 
between the carriers and their employes. On February 28, 1920, the 
transportation act became law. - 

The Railroad Labor Board awarded its 20 per cent increase In 
July, 1920, eighteen months after the original presentation by the 
employes. In July, 1921, it took away approximately one-half—from 
10 to 12 per cent—of this increase by its wage reduction decision. 

When an attempt is made to ascertain the per cent increase in the 
rate of wages of railway employes from 1914 to 1921 almost insu- 
mountable obstacles are encountered, partly owing to the innumerable 
classes of employes, in part to changes in rules and conditions of em- 
ployment which resulted in increases in pay, and also in large part, to 
the absence of basic statistical data in the reports to the Commission 
by the railroads of compensation and number of employes, and so on. 

The highest estimate of total percentage increases in wages from 
1916 to 1920 for the entire country that I have seen was stated as 
being 84.6 per cent, in the testimony of Mr. John G. Walber, secretary 
of the bureau of information of the eastern railroads, before the Sen- 
ate Committee on Interstate Commerce. This estimate was for the 
engine and train service class of employes and was based upon the 
inadequate statistics reported by the carriers to the Interstate Com- 
merce Commission and also upon the inaccurate average annual com- 
pensation per employe. ; 

But accepting for comparative purposes even this exaggerated 
estimate it is found to be the fact that the percentage increase 1 
the rate of wages of employes has been much less than the 113 per 
cent increase in the freight rate. As the same percentage increase nt 
wages is equal in amount of dollars to only one-half that of freigh 
rates, it is clear that freight rate advances have been very muc 
greater than wage increases over the same period. Freight rates 
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alone have increased in amounts of dollars since 1914 from two to 
three times the increases in rates of wages of employes. 

Most assuredly these compartive percentage increases and the 
increases in dollars since 1914, of freight rates on, the one hand and 
wages on the other, justify the statement, as representative of the 
facts, that there can now be a considerable reduction in transporta- 
tion rates without any decrease in the wages of railway employes. 

Notwithstanding the long-deferred and quite moderate increases 
in wages granted the railway employes during and following Federal 
control, part of which increases was taken away again in the July, 
1921, wage award of the United States Railroad Labor Board, the 
great majority of employes on the railroads today are not receiving 
a wage sufficient to support themselves and their families in decency 
and comfort to the extent demandad of them by our democratic 
form of society with its republican institutions. Not only is this 
true but in the face of intermittent employment and in many cases 
of complete unemployment, their present wage does not meet even 
their absolutely necessary fixed charges for food, clothing and shelter. 


Warne’s Testimony Attacked 


In a little more than an hour of cross-examination, Fred H. 
Wood, speaking for all the railroads, induced Mr. Warne to ad- 
mit that personally he had little to do with the preparation of 
the figures and charts submitted by him as exhibits. Warne also 
admitted an error on the part of the clerk who made up figures 
and a chart showing the construction of 27,000 miles of new 
track since 1908. The new construction, the witness admitted, 
was only 19,000 miles and practically every mile of that amount 
was built between 1908 and 1914. The clerk who made the chart 
took the number of miles shown in the Commission’s report as 
being operated, and that showed an increase of 27,000 miles in 
the mileage of class I roads; but Wood caused Warne to admit 
that that meant merely that some roads had increased their 
mileage by trackage and other leasehold rights and not that 
they had built new lines. Warne said he had confidence in his 
clerks and assistants. 

“Has not your confidence in the clerk who prepared that 
chart been considerably shaken?” asked Wood. 

“No; the error does not amount to much,” said Warne. 

Warne also admitted that money invested in affiliated com- 
panies is not part of the property investment account of a rail- 
road, aS shown by the books of the Commission. It took some 
time for the witness and attorney to come to an understanding so 
that Warne could admit that that exhibit was also out of line 
with the statistics kept by the Commission. He said he would 
have admitted that an hour before had he understood Mr. Wood’s 
question. 

The witness could not show Wood items aggregating $300,- 
000,000 which Warne said should not be counted as increases in 
operating expenses caused by increases in rates of wages caused 
by General Order No. 27. The items quoted by Warne totalled 
only $949,000,000, although he haid said $1,250,000,000 of in- 
crease in the labor cost of the railroads should not be charged 
against operating expenses. 

When Wood began asking Warne about the big percentage 
of increases in rates attributed by him to the western and 
Mountain-Pacific groups, Warne asked if W. R. Shelton, the 
man who made the estimates, might answer for him. Wood 
consented. Mr. Shelton said he has ascertained the average 
increase of 86 per cent in rates in the western district was due 
as to 56 per cent to the cumulative effect of two twenty-five per 
cent general increases. The rest he estimated to have been the 
effect of increases in rates between 1914 and 1918. He made 
traffic men laugh by insisting that the five per cent increase 
allowed the eastern district lines in the fall of 1914 and effective 
early in 1915 was applied to the whole transcontinental rate, as, 
for instance, on citrus fruits from the Pacific coast to eastern 
markets and on traffic from the east to the west. The traffic 
men laughed because the increase was not in the whole rate, 
but merely enough was added to the parts of the rates west of 
the Mississippi to enable the western carriers to pay divisions 
to the eastern carriers without reducing the amount accruing 
to themselves under the old rates. 

In much the same way, it was inferred from his long ex- 
Planations, Shelton made the other high estimates as to the 
average percentage increases. He insisted that his averages 
were conservative even in the face of Wood’s assertive inter- 
rogatory that in 1920, when the railroads handled the greatest 
traffic known, the increase in the western district in revenue, 
measured by ton-miles, was only 60 per cent. 

Warne said the Commission’s compensation figures were not 
worth anything and contended the Commission had practically 
admitted that to be the fact. Their lack of worth, he said, arose 
from the fact that they are not allocated as between operation 
and new construction, and fail to show whether sums were due 
to increases in rates of pay or to the hiring of more men. He 
admitted they showed how much money the railroads paid out 
as Wages. 


Canners Testify 


_ if the railroads can stand reductions in rates, representa- 
tives of the canning industry told the Commission when it 
resumed its inquiry February 15, canned goods merited a 
reduction. The witnesses at the morning session were James 
Moore, Rochester, N. Y., president of the National Canners’ 
Association, vice-president and evecutive manager for New 
York Canners, a corporation operating canning factories, and 
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E. S. De Pass, traffic manager for the Carnation Milk Company, 
speaking for mid-western canners. 

J. Harry Covington, as attorney for the canning industry, 
made a preliminary statement in which he said that apparently 
there had not been a keen appreciation of the close connection 
between agriculture and the industry for which he was speaking. 
He said that if the carriers could stand any reductions, the can- 
ning industry merited such reductions. He presented a letter 
or communication from the Canners’ League of California in 
which its vice-president, Mr. McKinney, made the assertion that 
there had been no reductions in the freight rates of any of the 
commodities used by the industry. Attorneys for the western 
railroads called attention to the fact that there had been reduc- 
tions on tin plate, used by some of the canners in making cans 
for their own use, sugar and other things used by them. They 
suggested that perhaps the statement was limited to some par- 
ticular community, but that the statement was misleading if in- 
ended to cover the whole of the western district. 

A very large part of Mr. Moore’s testimony was devoted to an 
exposition of the condition of the industry from an economic 
point of view, the purpose evidently being to show that the costs 
resulting from freight rates had not come down in unison with 
other costs. He showed a vast increase in the output of the can- 
ning factories between 19138 and 1919 and then a sharp drop in 
1921. In 1913 the product of the canneries, he said, was equal 
to 25,000 carloads, but in 1919 its product was equivalent to 
195,000 carloads,.each loaded with 850 cases. Roughly speaking, 
the value was equal to one-third of the value of the wheat crop. 

In the earlier year the exports amounted to less than 10 
per cent, while in 1919 it amounted to almost 30 per cent of 
the pack. In that year its value, in round figures, was $248,- 
930,000, of which the exports amounted to $70,695,000. To show 
some of the declines he cited the fact that in the last season 
Maryland packed only 1,656,000 cases of tomatoes instead of 
an average of about 5,000,000 cases. The great decline was in 
corn, peas and tomatoes. In 1921 the pack of peas in California 
was only 11 per cent of normal. Some of the decline, he said, 
was due to climatic conditions. In Iowa 19 of 40 factories were 
closed, while in Maryland 55 were closed and 71 were in op- 
eration. 

Mr. DePass said that if there were any reductions in rates 
first consideration should be given to rates on articles of food. 
He said “we could get along without lumber, sand, gravel and 
even without coal,” but not without food. 

“You live in Chicago,” observed Commissioner Lewis. “How 
long do you suppose the water supply of Chicago would last 
without coal?” 


Canned milk, he pointed out, gives' the carriers a larger 
tonnage than butter or cheese. If used for butter purposes, he 
said the railroads obtained 20 per cent of the weight outbound 
in product, cheese 40 per cent, and canned milk 50 per cent. 
Since 1913 freight rates, he said, had increased from 96 to 175 
per cent, while the prices of canned milk are only from 14 to 
21 per cent over pre-war. On a carload of flour from Minne- 
apolis to Chicago, he said the carriers obtained $92; on potatoes, 
$93; and on canned milk, $122. Increases on inbound materials, 
he said, had resulted in increases in costs of canned milk from 
12 to 16 cents per 100 pounds. The company for which he was 
traffic manager, he said, had recently acquired thirteen plants 
in New York state to enable it to be nearer the centers of 
consumption and had abandoned two factories in the Pacific 
northwest because they were too far away from the: consumption 
centers. Prior to the war, he said, that would not have hap- 
pened. 

Common labor, he said, had been 100 per cent over pre- 
war; tinplate, 100 per cent; and fiber containers, 300 per cent. 
He said labor had fallen to 50 per cent above; tinplate 32 per 
cent above, and fiber containers to 22 per cent above pre-war, 
while freight rates have changed but little, and not at all so 
far as the majority of items in the canners’ expense account is 
concerned. 


.S. Davies Warfield Appears 


Interrupting the regular program of the Commission’s gen- 
eral rate inquiry, S. Davies Warfield, speaking for the National 
Association of Owners of Railroad Securities, and the National 
Railway Service Corporation, organized by him to help rail- 
roads obtain and repair equipment, suggested that the Commis- 
sion should give immediate attention to the consolidation of fa- 
cilities, chief of which, he said, of course were terminals and 
equipment. Mr. Warfield took the stand to read an argument 
in behalf of the consolidation of facilities and then he had Wal- 
ter L. Fisher, former Secretary of the Interior, make an argu- 
ment in favor, practically, of the Commission laying aside what 
he called the detail work of its duties, such as the general rate 
inquiry, to take up what he called the great constructive prob- 
lems such as had been presented by Mr. Warfield. 

Commissioner Hall, as chairman of the division that is 
listening to the testimony, suggested that the 1900 complainants 
annually appearing before the Commission probably would not 
be satisfied to have their matters laid aside on the theory that 
the Commission was devoting itself to constructive work which 
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would bring about considerable economies and thereby make 
lower rates possible. Mr. HalJl said he did not desire to chal- 
lenge the proposition laid down by Mr. Fisher, but merely 
wished to suggest that the question immediately before the 
Commission was as to whether relief could be given by means 
of reductions in the rates. Mr. Fisher protestingly remarked 
that of course the Commission had a great mass of detail work 
to do and that it was always hard to lay aside work of that 
kind because it was so pressing to take up really constructive 
problems. 

“We are in a serious condition,” said Mr. Fisher. ‘“We’ve 
either got to increase the efficiency of our railroads or lay in- 
creased burdens upon the shippers.” He did not say that the 
increased burdens would be higher rates, which all railroad 
men have said would be impossible, but he left the impression 
that was what he had in mind. He said the great thing was to 
insure a continuance of service, under private ownership and 
operation. 

“We may even have to resort to government ownership and 
operation,” said the witness, “but it ought not to be brought 
about by a collapse of the transportation system or by indirec- 
tion through the guaranty of equipment trust certificates by the 
government. If we must go into government operation, we 
should go in with a plan for doing so; but we ought to exhaust 
other methods before proposing government ownership and op- 
eration. There are enormous wastes in the purchase and use 
of equipment; enormous economies can be accomplished by a 
coordination of terminals; duplication of terminals must be 
avoided; this body is the agency that can bring about coordi- 
nation of terminals.” 

Mr. Warfield, in his statement, offered the services of the 
equipment company organized by him and Mr. Fisher. In his 
remarks, he said that if the Commission desired to utilize that 
corporation he suggested haste, because March 1 was near at 
hand, and on that day the revolving fund appropriated by 
Congress would no longer be available for the purpose for 
which it was created. He even suggested that the Commission 
make hurried recommendations to Congress on the subject 
of economies by the consolidation of terminals and the pooling 
of equipment for purchase and repair purposes. He said that 
if the government were constrained to guarantee equipment 
bonds, as suggested by Secretary Hoover, that might be the 
first step toward government ownership and operation on the 
theory that the government might think it necessary to send 
good money to rescue bad investments. 

An hour had been allotted for the presentation of the War- 
field plan and a report from W. W. Colpitts in support of a prop- 
osition for the purchase, handling, control, and repair of freight 
cars at an estimated annual saving of several hundred million 
dollars. Messrs. Warfield and Fisher, however, used up all but 
seven minutes of the hour so that the submission of Mr. Colpitts’ 
report had to be delayed until the next day. The Warfield plan 
speakers and witnesses had displaced the National Wholesale 
Grocers’ Association, one of their witnesses having been taken 
off the stand before he had completed his testimony, to give Mr. 
Warfield an opportunity to be heard. 

In his presentation of the matter, Mr. Warfield said that the 
Association had appointed a board of economics on engineering 
composed of F. A. Molitor, W. W. Colpitts, John F. Stevens, W. 
L. Darling, and L. B. Stillwell. He said that the idea was to 
have the Commission exercise that part of the power given in 
the transportation act whereby economies might be achieved. He 
said in part: 

Our appearance at this hearing is to present a plan for the effec- 
tive extension of the operations of this public agency—the Service 
Corporation—with the savings obtainable thereby. It will not be nec- 
essary at this time to burden the Commission with the details of the 
proposed Federal charter. : 

The operations of the National Railway Service Corporation are 
not necessarily contingent upon the pooling of all freight cars, 
although only through this means can the most effective and eco- 
nomical results be obtained. The Service Corporation has already 
demonstrated its effectiveness in financing equipment for roads of 
limited credit and it has secured funds therefor at less cost than was 
obtained outside by roads of easy financial circumstances. , 

Secretary Hoover recently appeared before the Commission 
advancing the desirability of enlarging the method of financing equip- 
ment obligations of the carriers by the Government guaranteeing 
such obligations, so that the wheels of industry might be speeded up 
through orders for material going into railroad equipment. It is not 
believed that it would be either necessary or advisable for the Gov- 
ernment to guarantee the equipment or other obligations of the car- 
riers if the proposals made were adopted. These proposals, if given 
full effect, contemplate the immediate repair of the existing and 
abnormal number of bad order cars. 

A single agency could purchase, standardize, allot, repair and 
direct the movement of the cars of the railroads more effectively than 
could be done under existing conditions, and shippers served more 
expeditiously. 

It is self evident that fewer freight cars under a central agency 
could carry the products of the country more effectively and eco- 
nomically than when each individual railroad is required to purchase 
cars for its peak requirements and handles its own cars as it sees fit. 

Such a central agency could, in co-operation with the railroads, 
and _their present established agencies, best work out the actual 
requirements of each railroad as to freight cars, and could make 
repairs and rebuild freight cars cheaper and more effectively and 


te vm the life of cars to a greater extent than under the present 
system. 


_ ,since the Service Corporation would supply the means for fur- 
nishing the railroads with equipment, each railroad could furnish its 
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quota of the cars necessary for the transportation requirements of 
the country. ’ 

In addition to the regular officials that an organization of this 
description would necessarily require, the Board of Trustees would 
be evenly divided between executives of the railroads and those repre- 
senting investment, business and public interests, such as compose 
the present Board of the Service Corporation. The trustees repre- 
senting the railroads should be selected by each of the four groups 
of railroads already established by the Commission. 


Pickle and Kraut Men Heard 


Before the Warfield plan was brought forward J. Andrew 
Ronan, of Chicago, in behalf of the National Kraut Packers and 
Dealers, and the National Pickle Packers Association, said that 
kraut should have been given the 10 per cent reduction made on 
agricultural products. Any reductions made by the Commission 
on canned goods should be extended to kraut and pickles by all 
means, he said. 

H. W. Prickett, in behalf of Utah canners, submitted a very 
large compilation of rates on canned goods showing car miles on 
694 cars with an average haul of 883 miles, from Utah canneries 
with car mile returns averaging 33.29 cents, June 24, 1918; 41.59 
cents on August 25, 1920, and 53.39 cents at present on an aver- 
age loading of 57,924 lbs., and average rates of 50.76, 63.41 and 
81.40 cents per 100 lbs. To further show the ill effect, as claimed 
by Mr. Prickett, of the high rates, H. L. Harrington, president 
and manager of the Utah Canning Company of Ogden, Utah, was 
put upon the stand. He said that actual figures from tomato 
acreage alone, owned by the Utah Canning Co., in 1920 showed 
that the railroad companies received, on an average, $197.87 for 
transporting the tomatoes grown on an acre of ground. He said 
that costs had become so high that in 1921 the pack in Utah had 
fallen to 50 per cent of normal, and that it would be smaller than 
that in 1922. 

J. W. Hirscher, president of the National Wholesale Grocers’ 
Asesociation, the members of which, he said, handled 85 per cent 
of the tonnage valued at $4,000,000,000 per annum, submitted that 
first consideration should be given to food articles when reduc- 
tions in freight rates were under discussion. His idea was that 
horizontal reductions could not be justified at the present time 
but that basic and primary products, especially food, only should 
be thought of. The reductions, he claimed, should be in both 
carload and less than carload rates. He took issue with Secre- 
tary Hoover. who said that only small quantities of food moved 
in less-than-carload quantities; he said that if meat were ex- 
cluded, the distribution of food in less-than-carload quantities 
would be at least 90 per cent of the total. He said Mr. Hoover 
probably had had in mind only the primary food articles, while 
the witness had in mind manufactured food that was being 
distributed. He held it would be discriminatory to reduce car- 
loads and not the L. C. L. rates. 

J. B. Newman, assistant to Mr. Hirscher, went exhaustively 
into the condition of the wholesale grocers to show their hard 
financial condition, brought about to a considerable extent, he 
said, by the necessity of their financing farmers and retailers 
through the depression caused by the low price of farm products. 

L. F. Berry, traffic manager for Reid, Murdoch & Co., and 
speaking for the National Wholesale Grocers Association, esti- 
mated that from 90 to 95 per cent of the tonnage of groceries out- 
bound was in less-than-carload quantities and the 70 per cent in- 
bound was probably in pooled cars. He submitted many charts 
but had not completed his testimony when he was asked to step 
aside so as to allow Mr. Warfield to present his plan. 


Colpitts Boosts Warfield Plan 


In continuance of the arguments made in behalf of the War- 
field plan for economies in the operation of the railroads, W. W. 
Colpitts, a member of the board of economics and engineering 
appointed by the Association of Owners of Railroad Securities, 
February 16 submitted the details of the plan for pooling all 
the equipment interests of the railroads under the control of 
the National Railway Service Corporation, organized by Mr. War- 
field to assist railroads in obtaining equipment. The security 
owners advocated turning over control to their corporation on 
the ground that it would save the railroads about $300,000,000 a 
year and assure an economic distribution of cars, by depriving 
a given company of the discretion it now exercises in distribut- 
ing cars to the points where its traffic officials think they will 
be needed. 

Answering questions propounded to him by Fred H. Wood, 
Mr. Colpitts said that his judgment in favor of his plan would 
not be influenced by what Mr. Wood said was the fact that under 
federal control when all cars could be distributed on orders from 
Washington, there was as much empty car mileage as there 
was when the cars were distributed by the railroads themselves. 
The witness wanted to know whether the percentage of empty 
mileage was the same. When Mr. Wood said it was, Mr. Colpitts 
indicated he did not think much of the fact that the percentage 
of empty car mileage was as great under centralized government 
operation as under decentralized company operation. 

Wood wanted to know whether the savings would warrant 
an immediate reduction in rates, such as was being sought in 
this proceeding. 

“Savings are needed to help the credit of the railroads,” 
said Mr. Colpitts. “It seems these savings would not be an argu: 
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ment for immediate reductions in rates. It would take months, 
perhaps a year, to realize them. The maximum would be reached 
in five or ten years. The estimates are based on ten and twenty- 
year periods.” 

Mr. Colpitts admitted, in answer to Mr. Wood, that a large 
part of the savings would be in fixed charges and not in operat- 
ing expenses. The security owners were proposing a central 
organization to do the work that is now being done by each 
railroad corporation, because the corporation suggested as the 
agency to be employed could do it cheaper than the railroads 
as individuals, he said. 

Answering questions by Commissioner Hall, Mr. Fisher, at- 
torney for the security owners, said it was their purpose to have 
bills introduced in Congress to permit the accomplishment of 
the end in view. He added, however, that they would like an 
immediate expression from the Commission. 

During the cross-examination of Mr. Colpitts, it was brought 
out that the car service section of the American Railway Asso- 
ciation has authority to direct the distribution of cars in the 
way that was being suggested, but Commissioner Aitchison caused 
Chairman Gormley, of the car service section, to admit that the 
association could not enforce its orders and that railroads have 
not, in all instances, been inclined to obey them. 

The plan, generalized, provides for the inspection, repair 
and rebuilding of interchange freight cars, placing all cars 
normally used in general interchange, subject to the control of 
the central agency (the National Railway Service Corporation) 
with the concurrence of the owners, each railroad retaining its 
local or special equipment. 

The ownership of existing equipment is not disturbed. 
Where unequal ownership of freight cars exists carriers would 
be required to bring up their quota of cars to meet the coun- 
try’s needs. 

The following are headings under which operating details 
are discussed and through which the savings are to be brought 
about: Reduction of empty car mileage; reduction in first cost 
of new equipment; saving in financing the purchase of new 
equipment; reduction in cost of freight car repairs; saving 
through retirement of weak cars; increase in ton-miles per car 
per day; reduction in switching movements; reduction of dam- 
age to cars and lading and consequent delays to movement; 
saving through improved distribution of cars. Mr. Colpitts 
summarized the benefits as follows: 

(a) Savings in railroad operation can be effected aggregating more 
than $300,000,000 per annum, an amount equal to about one-third of 
the $911,000,000 paid in 1921 in interest and dividends to the owners of 
the bonds and stocks of Class I railroads. . 

(b) The central agency herein proposed would immediately ar- 
range for the repair or rebuilding, either in railroad shops or those of 
car builders, of the 300,000 bad order cars now in the country, and for 
the retirement of the much larger number of small capacity weak cars 
and their replacement with modern cars of larger capacity so as to 
provide ample equipment against the return of normal traffic. The 
employment of the men and the purchase of the materials and supplies 
which this plan involves ‘will aid appreciably in restoring business 
activity and putting to work 550,000 idle cars—the greatest number in 
railroad history. 

(c) Under unified operation of freight cars, shortages will be less 
frequent and of shorter duration, and shippers will have greater assur- 
ance of receiving cars when and where needed. The program for new 
construction and replacements will permit of more adequate provision 
of cars designed and adopted to meet special needs such as the move- 


ment of the grain of the west, the citrus fruits and vegetables of 


— Florida and the south, and products of the east and central 
west. 


Central Equipment Control Advocated 


“Through central control of the equipment,” Mr. Colpitts 
pointed out, “it is quite possible to establish a program of 
replacements which, within a definite period, say, five years, 
would eliminate all wooden cars from interchange service. In 
January, 1921, the total number of wooden cars in service ap- 
proximated 890,000, with a capacity ranging from 30 to 35 tons. 

“It is proposed to replace these 890,000 cars within a period 
of five years with 540,000 steel underframe cars of fifty-ton 
capacity.” 

He said that in collaboration with the American Railway 
Association it is estimated the agency—the service corporation— 
could establish a standard design for cars of different capacities, 
Stabilizing the work of car manufacturers; that the agency 
could best distribute such surplus cars from a railroad where 
cars are now owned and only used for that railroad’s seasonal 
requirements, so that such cars could be used many times over 
to meet the conditions of the seasonal requirement of other 
roads and localities. 

Under the central agency cars would be inspected at in- 
terchange points and where repairs or rebuilding is found neces- 
Sary they would be assigned to either the shops of car manu- 
facturers or railroad shops nearest the point of inspection, 
whichever would prove the more economical, he said. 

In collaboration with the American Railway Association, he 
said local group committees would be appointed throughout the 
country whose function it would be to know in advance the 
heeds of each section and distribute cars in accordance with 
local requirements, the chairman of each group committee to 
be the chief routing officer of the district. Then he said: 


Carriers will no longer bill each other for per diem, repairs, etc. 
All such items will be charged to and by the agency and cleared by the 
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agency. A carrier will be no longer concerned as to the number of cars 
on its rails owned by itself or by other iines. The agency will be 
treated, for purposes of settlement, as the owner (or lessee) of all in- 
terchange cars. Each carrier will be concerned only with the balance 
between interchange cars on its own rails and its contribution of cars 
to agency control, subject to such exceptions as may be made in case 
of waiver of per diem. The agency will undertake to supply participat- 
ing carriers with their normal needs at all tim.s and with their appro- 
priate share of the surplus over normal needs. The cost of operating 
the agency, not specifically allocated, will be assessed according to 
car use. 

The economies that will result from common use of freight car 
equipment are so large as to make the adoption of a plan that will 
realize these economies an imperative necessity, both in the carriers’ 
interest and that of the public. 

From the standpoint of the carriers as a whole it affords a means 
of greatly reducing operating expenses without injury to any carrier; 
it relieves them individually from the burdens now inhering in the 
financing and purchasing of equipment; it maintains in their control, 
through co-operative action between the National Railway Service 
Corporation and the American Railway Association, the distribution 
and movement of cars; and finally it affords an opportunity for greater 
realization of the value of the equipment as a part of the transporta- 
tion machine. From the standpoint of the public it offers assurance 
of improved service upon the return of normal conditions and of re- 


duced rates. 
Grocers Complete Testimony 


After the Warfield plan had been presented, Mr. Berry re- 
sumed the stand for the wholesale grocers, to complete the 
presentation of a great mass of charts and exhibits intended to 
show the comparatively good financial condition of the carriers, 
the comparatively unsatisfactory business of the grocers and 
finally of the great disparity in the percentage of increases in 
prices of groceries and railroad rates since 1913. He said the 
grocery list in 1921 was 34.1 per cent above 1913, while the 
freight rates were from 300 to 400 per cent above. 

His suggestion to the Commission was the elimination of the 
increase made by Ex Parte 74 in the class rates applying 
on food products, and naturally also the increases in commodity 
rates, where such commodity rates apply on food products that 
in other districts are carried on class rates. In none of his 
testimony did he include meat products. He was testifying only 
for the food products handled generally by the grocers. 

Fully as elaborate exhibits and charts were put into the 
record by Raymond G. Phillips, secretary of the International 
Apple Shippers’ Association, speaking for that association, for 
the Joint Council of the National League of Commission Mer- 
chants of the United States and the Western Fruit Jobbers’ 
Association. They were-based upon a nine months’ study of 
the actual transactions covering nearly 76,000 cars of fruits and 
vegetables, intended as an answer, he frequently asserted, to 
the charges made that commission merchants had been shown 
to be profiteers and propagandists, and that the freight rate, on 
cabbage from Texas to Chicago, for instance, constituted only 
a small part of what was exacted from the consumer by the 
commission and retail merchants. He produced figures, together 
with car numbers, which he said had been submitted to the 
railroads for checking by them, to show that in the spring of 
1922 the commission merchants of Chicago, on Texas cabbage, 
stood an average loss of $60.21 per car without counting salaries 
of executives or interest on capital, while the railroads obtained 
$384.15 per car, on the average. 

Commissioner Hall suggested that there was nothing of the 
kind to which Mr. Phillips was referring, that is charges of 
profiteering and propaganda in the record. Fayette B. Dow, at- 
torney for the fruit and vegetable men, however, said the charts 
and figures were intended to show the relationship of prices and 
rates. 

Continuing, Mr. Phillips showed that on Texas spinach the 
merchants lost an average of $280 per car on 368 cars, on each 
of which the railroads obtained a revenue as great as on cabbage. 

As to the charge that the freight rate constituted only a 
small part of the prices paid by the consumers, the witness said 
he was dealing with the wholesale prices. Instead of being 
only a small part, he said, the rates on 9,476 cars of fruits and 
vegetables handled in Boston, New York, Philadelphia, Pitts- 
burgh, Chicago and Indianapolis, the rail rate constituted 32.79 
per cent of the sales prices; that 50.72 per cent went to the 
shipper and 3.16 per cent as the wholesalers’ gross profit, with 
4.43 per cent for miscellaneous costs. 

Similar charts showing even greater percentages caused by 
freight rates were included in the exhibits. The chart on Texas 
cabbage showed the freight rate to constitute 75.12 per cent of 
the sales price in the wholesale market. 


CLOTHIERS FAVOR SPECIFIC REDUCTIONS 


The National Association of Retail Clothiers has submitted 
to the Commission a brief in which the position of the associa- 
tion with regard to rate reductions is outlined as follows: 


We believe that this is not the time for a horizontal reduction in 
all freight rates. We believe instead that all reductions possible at 
this time should be centered on farm products, farm machinery, steel 
and iron, coal, and such basic commodities. We stand unqualifiedly 
for a reduction in rates on all basic commodities where it can be 
shown that present rates are interfering with the free movement of 
freight and where such reductions will tend to restore confidence, to 
promote buying, and to decrease costs. We believe, with substantial 
reductions in basic commodity rates, return to normal conditions will 
be hastened. 
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Traffic Lesson No. 4 


Rate-Making Organization of the Railroads—Fourth Lesson in the Course Written for the Traffic 
World by Grover G. Huebner, Ph. D., Professor of Transportation and 
Commerce, University of Pennsylvania 


The business organizations of railroads differ according to 
the length of their mileage, the volume and nature of their 
traffic, the geography of the territory served, the personal views 
of the higher officials, and other varying circumstances. On 
large systems the business organization is divided into from 
ten to thirteen departments, many of which have charge of 
duties that are only remotely connected with freight traffic and 
rates. The largest department is the operating department, 
which has charge of the actual handling and transportation of 
freight and passengers. It is subdivided into three smaller de- 
partments—the transportation department, which has charge of 
actual train operation; the mechanical or motive power depart- 
ment, which cares for the railroad’s equipment and operates its 
shops; and the maintenance department, which maintains its 
roadway and structures. This department may also have charge 
of new construction work; otherwise a separate engineering 
department is created for that purpose. 

To perform other distinct functions on a large American 
railroad there usually are an executive department, a treasury 
department, accounting department, secretary’s department, law 
department, purchasing or purchasing and supply department, 
real estate department, insurance department, relief department 
or association, pension department, and a freight claim depart- 
ment, which is usually located within one of the larger depart- 
ments of the railroad. Several lines have recently established 
personnel departments. All the departments of a railroad are, 
of course, subordinate .to the president or chief executive, the 
board of directors and the various committees of the board. 


Duties of Railroad Freight Traffic Department 

The department with which we are mainly concerned is 
the traffic department, for it is this branch of the railroad serv- 
ice that has charge of a line’s traffic work. It is the business 
or selling department of the railroad. It is subdivided into a 
freight traffic department and a passenger traffic department, 
both of which are usually supervised by one and the same 
vice-president, but which otherwise are, for the most part, organ- 
ized separately. The freight traffic department has charge of 
making freight and other freight charges; prorating or arrang- 
ing divisions of through rates with connecting carriers in case 
of through traffic; arranging through routes; co-operating with 
other lines in their freight traffic associations, which will be 
described in the following lesson; negotiating with the railroad’s 
classification committees concerning the classification of freight; 
providing evidence in rate cases before courts and commissions; 
issuing and distributing rate tariffs or authorizing tariff agen- 
cies, soliciting and otherwise developing freight traffic; and in- 
structing station and freight agents concerning their traffic 
work. Unless the railroad has a separate industrial department 
it also has charge of the development or location of new indus- 
tries, and it sometimes embodies the freight claim department, 
which settles or disposes of freight claims. The freight traffic 
department, consequently, has a special bearing on the study 
of traffic and rates. A study of passenger traffic and fares 
would be similarly concerned with the passenger traffic depart- 
ment. 

Although a large part of the freight traffic department is 
directly engaged in the development of traffic or in the perform- 
ance of work other than rate-making, practically all traffic offi- 
cials and employes are indirectly concerned with that important 
branch of traffic work. The freight traffic department is, in fact, 
obliged to seek the co-operation of other departments in order 
to obtain some of the detailed information needed to fix freight 
rates intelligently. 


Three General Types of Freight Traffic Department Organization 


Although the freight traffic department of each railroad dif- 
fers from that of every other railroad, in a general way there 
are three broad types or forms of traffic organization. 


(1) The first may be referred to as the centralized freight 
traffic department, in which all the principal traffic officials are 
located at one point. A traffic department such as this will, of 
course, have division traffic agents, district agents, etc., located 
at various points, but the general or central traffic organization 
is centralized at a single place. In the not distant past, this 
was the organization practice of most American railroads, but 
in recent years it is adhered to mainly by the smaller railroads 
whose lines serve relatively compact areas and whose mileage 
does not extend over enormous distances. 

(2) Many of the larger railroads operating throughout vast 
areas have found it desirable to decentralize their freight traffic 
departments to some extent by locating some of their main 
traffic officials at different points. Under this plan, which, in the 
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absence of standardized terminology, may perhaps be referred 
to as the semi-decentralized plan, a central traffic office is main- 
tained, but many general traffic officers are permanently located 
elsewhere on the company’s lines. In case of one of the great 
transcontinental railroads, for example, the Traffic Vice-Presi- 
dent, the Freight Traffic Manager, two Assistant Freight Traffic 
Managers, three Assistant General Freight Agents, a Foreign 
Freight Agent, the Chief of the Tariff Bureau, and the Manager 
of the company’s fast freight line are situated at Chicago. One 
Assistant Freight Traffic Manager, however, is located at San 
Francisco, and another at Topeka; one General Freight Agent 
is situated at Los Angeles and another at Tepeka; a General 
Live Stock Agent is situated at Kansas City; three Assistant 
General Freight Agents are at San Francisco; two at Topeka, 
and one each at Los Angeles, Phoenix and Amarillo. 


(3) Several of the larger railroads have recently decen- 
tralized their freight traffic departments to an even greater 
extent by adopting the so-called regional plan of organization. 
So far as the Freight Traffic Department is concerned, the re- 
gional plan provides for an almost complete traffic organization 
in each of several distinct regions. The newly established re- 
gional organization of one of the great eastern trunk lines, for 
example, includes (a) a Vice-President in Charge of Traffic, a 
General Traffic Manager and separate general officers in charge 
of express traffic, mail services and traffic and warehouses, who 
are in general charge of traffic work for the entire system; and 
(b) a comprehensive traffic department in each of four regions 
with central offices located, respectively, in Philadelphia, Pitts- 
burgh, Chicago and St. Louis. At the head of each region is 
a Vice-President, acting as the chief executive of the traffic 
department and of all other departments maintained within this 
region. The regional traffic departments under these regional 
vice-presidents are not exactly alike in each of the four regions, 
but the freight traffic department in the so-called eastern region 
is typical. It includes a Traffic Manager who is concerned with 
both freight and passenger traffic; a Freight Traffic Manager, 
Assistant Freight Traffic Manager; General Freight Agent; 
Assistant General Freight Agent; General Coal Freight Agent; 
Coal Freight Agent; Freight Claim Agent; and eleven Division 
Freight Agents. 


Rate-Making Officials 


Bearing in mind constantly that there is no uniformity in 
the way the freight traffic departments of different roads are 
organized, it is now permissible to refer in more detail to the 
Officials who are usually charged with rate-making and those 
who serve as sources of rate-making information. 


Ordinarily the general freight agents have direct charge of 
the detailed work of making the rates on general freight or 
merchandise. There may be two or more of these officials, re- 
spectively, in charge of local and through rates, or in charge of 
rate-making on different parts of a railroad system. They are 
usually, though not always, subordinate to a general freight 
traffic manager who also has rate-making powers, but concerns 
himself more largely with supervising the work of the general 
freight agents and other traffic officials, with the making of 
traffic arrangements with other lines, and with the general rate- 
making policy that shall be pursued. Rates are submitted to 
him for his approval or disapproval, and he is consulted by the 
general freight agents when important rate matters are up for 
decision. Many large railroads also have a traffic vice-president 
who acts are the chief executive of the entire traffic department, 
supervises its work, maintains discipline, governs appointments 
and decides on the broad traffic policy of the company. He has 
rate-making as well as passenger fare-making powers, and may 
exercise it when important charges are fixed, but he, too, is 
primarily a supervising official, and is concerned more with the 
general rate policy of the road than with the many individual 
rates that are made by the general freight agents, or general 
freight traffic manager. He, for example, would determine 
whether the railway’s policy in the future shall be one of in- 
creasing or declining freight rates. Rate-making is further 
supervised, but in less detail, by the president and the board 
of directors, to whom the traffic department and other depart 
ments are responsible. 


When a railroad carries an unusual volume of some particu- 
lar commodity, it commonly places its development and rates 
in charge of special traffic officials. Thus coal and coke rates, 
instead of coming within the province of the general freight 
agents, may be made by a general coal freight agent, and live 
stock rates by a general live stock agent. Such special traffic 
officials may be subordinate to the general freight traffic mal 
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ager, but in some instances report direct to the traffic vice- 
president. Those possessing rate-making powers co-operate with 
the general freight agents in so far as their work is interde- 
pendent, and any that are not authorized to make rates are 
nevertheless important links in the rate-making organization as 
valuable sources of information regarding rates. 


Sources of Information 


Freight rate-making is so closely dependent on a detailed 
knowledge of business requirements and local conditions that 
the rate-making officials cannot depend solely on their own 
knowledge of general conditions and rate structures. They are 
constantly being assisted by the many traffic officials and em- 
ployes who are not’ themselves empowered to fix rates, but who 
are sources of information or make recommendations regarding 
freight rates. In the freight traffic department are the assistant 
general freight agents, who ordinarily are in charge of freight 
solicitation or other allied special duties, which give them a 
wide knowledge of traffic conditions. Under the general and 
assistant general freight agents are many officials and em- 
ployes who solicit traffic and thus come into close contact with 
shippers and consignees. Division freight agents, for example, 
are placed in charge of distinct traffic divisions. They study 
the rate situation locally, are personally acquainted with many 
shippers and consignees, have a detailed knowledge of what 
kinds of freight are shipped in their divisions, and understand 
the reasons for traffic fluctuations. They are, therefore, in a 
position to make rate recommendations to the general freight 
agents concerning rates within their particular divisions and 
furnish them with valuable local information in written reports 
or by personal consultation. 

Similar sources of information to the rate-making officials 
are the district freight solicitors who are assigned to large traffic 
districts in which a given railroad wishes to share largely in 
the through freight business. Commercial agents, general 
agents, contracting agents or otherwise designated traffic agents 
are assigned to particular cities or traffic centers; soliciting 
agents are sent out personally to solicit freight traffic from 
shippers and consignees within particular districts; traveling 
freight salesmen of the railroad are employed; and there may 
be one or more foreign freight agents located in the United 
States or abroad who seek to develop the foreign freight busi- 
ness of the railroad. The managers and superintendents of 
fast freight lines are sources of information regarding the rates 
on freight routed in the name of such lines. Many railroads 
have industrial agents who possess data regarding the relation 
between freight rates and the location of new industrial plants. 
Some lines also have special agents, such as the agricultural 
agent, horticultural agent, dairy commissioner or marketing 
agent, who are assigned to the development of particular kinds 
of freight by promoting special industries. They, as well as the 
industrial agent, may be either in the freight traffic department 
or in a separate, newly created department, but in any event 
they are sources of information to the rate-making officials re- 
garding particular industries and commodities. The chief of the 
tariff bureau and the chief rate clerks are constant sources of 
information regarding existing rate structures, the probable 
effect of rate changes on other rates, and what the rates on 
particular classes of commodities between given points actually 
are, 

The rate-makers’ sources of information extend even be- 
yond the freight traffic department. It has already been pointed 
out that the industrial agent and other special traffic agents 
are sometimes in a separate department, and the so-called gen- 
eral agents of a line are at times connected with the operating 
as well as with the traffic department. The company’s station 
agents or freight agents are also employed in the operating 
department, but they are additional sources of local information 
to the traffic department, because they come in daily contact 
with shippers and consingees, hear their complaints and wishes, 
and are expected to increase, or at least retain, their shipments. 
The officials of the operating department are, moreover, con- 
sulted regarding the actual or approximate cost of the various 
freight services performed. 


Some railroads have special agents variously known as im- 
migrant or land agents, who are in many instances located in 
the passenger traffic department or in a separately organized 
department. They endeavor to bring settlers to newly opened 
or sparsely populated regions, and are in a position to advise 
the rate-making officials as to what the freight rates to and 
from such regions ought to be in order to accomplish their 
purpose. The accounting department provides much needed 
data regarding revenues and expenses and other financial ac- 
counts of the company, the volume and density of its traffic, and 
other traffic statistics which are more detailed on some lines 
than on others. The law department is consulted concerning 


any complicated legal issues that may arise in connection with 
rate-making, and*it co-operates with the traffic officialswhen the 
company becomes party to a rate case before the Interstate 
Commerce Commission, the state commissions or the courts. 
The traffic officials of the steamship and barge fleets which some 
of the railroads own, are consulted when the rates on freight 
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moving over a rail-water route are made, or when the rates 
between points that may be reached either by rail or water are 
established. 
Co-operation in Rate-Making 

The rate-making organization of individual railroads is not, 
in practice, entirely self-sufficient. Rate-making requires co- 
operation. Through rates—that is, rates carrying freight through 
from point of origin to a destination located on a connecting 
line without requiring the addition of several local rates—neces- 
sitates the joint action of all the railroads handling the ship- 
ment. Competitive rates—the rates on shipments which may 
move over any one of several competitive routes—are mutually 
discussed in freight traffic associations before they are put into 
effect. Many freight tariffs are issued jointly through duly 
authorized joint agents instead of by each road individually. 
The classification of freight into groups or classes so as to 
simplify rate-making is largely, though not entirely, accom- 
plished through three classification committees that represent 
the many lines operating respectively in eastern or “Official,” 
southern and western territories. Freight traffic associations, 
freight classifications and rate tariffs will be discussed in sub- 
sequent lessons. 
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W. B. Wheeler is appointed General Eastern Agent, The Belt 
Railway Company of Chicago, Pittsburgh, and A. C. Burgess 
Commercial Agent, Minneapolis. 

S. G. Casad, Traffic Manager of Standard Oil Co. of Cali- 
fornia, has been elected a director of the Transportation Club 
of San Francisco to fill the vacancy due to the demise of Cap- 
tain J. J. Shea. 

Charles A. Bland, for the past six years head of the traffic 
department of the Beaumont, Texas, Chamber of Commerce, and 
well known in traffic circles throughout the country, has opened 
offices as a traffic specialist at Houston. Mr. Bland was presented 
with a gold watch by the board of directors of the Beaumont 
chamber at the time of his leaving. 

Frank H. Erhart, for some time executive clerk for the 
Illinois Central at Memphis, in charge of Interstate Commerce 
rate matters, has been appointed chief clerk to the general freight 
agent of the Illinois Central at Chicago. 

H. W. Gillis has been appointed assistant general freight 
agent for the Canadian Pacific Railway, eastern lines, at Montreal. 


DOINGS OF THE TRAFFIC CLUBS 


The annual election of officers of the Transportation Club 
of San Francisco will be held on March 11. H. A. Buck, D. P. A., 
Union Pacific; E. H. Torpey, D. F. A., Penn. Lines, and J. W. 
Adams, D. T. A., Nickel Plate, have been elected a committee 
to nominate five members to serve as directors to be voted for 
at the annual meeting. 

At the first annual meeting of the Traffic Club of Utica, 
N. Y., on February 14, the following officers were elected: Presi- 
dent, C. F. Hawes; first vice president, J. M. Page; second vice 
president, B. J. Scholl; secy.-treas., C. E. Darrigrand. This Club, 
which was organized one year ago, has grown from ten to 
seventy-five members. 

At the January meeting of the Akron Traffic Association the 
following officers were elected: President, E. W. Swartz; Vice 
president, E. L. Morgan; Treasurer, C. M. Groninger; Secretary, 
H. L. Sovacool; Directors, C. W. Meacham, F. M. Evans, Jr., E. J. 
Stubbs and H. X. Knox. 





Mr. Frank Branch Riley of Portland, Oregon, will talk on “The 
Lure of the Great Northwest” to the Traffic Club of Chicago on 
Wednesday evening, February 22. 





The regular annual meeting and election of the Traffic Club 
of the Cincinnati Chamber of Commerce will be held Tuesday 
evening, February 2ist. Two tickets have been put in the field 
and a lively contest is expected. An excellent musical program 


has been arranged and it is the expectation that there will be 
“Big Doings.” 





The nominating committee of the Baltimore Traffic Club has 
announced the following ticket for the year, 1922-1923: For 
President: Geo. S. Harlan; 1st Vice President, Geo. M. Smith; 
2d Vice President, F. G. Moore; Treasurer, Geo. N. McGlathery; 
Secretary, C. C. Kailer; Board of Governors, Chairman, G. 
Stewart Henderson, and J. D. Clarke, J. D. Boan, J. B. Sweeny, 
E. R. Harris, E. S. Neilson, and J. A. Peterson. 





The eleventh annual banquet of the Traffic Club of New 
England was held at the Somerset Hotel, Boston, the evening of 
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February 14. There were 600 at table, and the entertainment 
features were elaborate. Gerrit Fort, president of the club, 
presided as toastmaster. Mayer Curley, of Boston, who was to 
have made one of the two addresses of the evening, did not 
appear and several men at the speakers’ table were called on 
for impromptu remarks to fill in the gap. Henry A. Palmer, 
editor of The Traffic World, made an address on the function 
and opportunities of the traffic clubs. 





The annual dinner of the New York Traffic Club will be 
held at the Commodore Hotel, February 20. George Wharton 
Pepper, United States Senator from Pennsylvania, will speak on 
“Transportation.” The other speakers will be Otis Wingo, Jr., 
member of Congress from Arkansas, and Henry Hyslop, of Okla- 
homa. Many prominent railroad and industrial traffic men will 
be seated at the guests’ table. 

The Pensacola, Florida, Traffic and Foreign Trade Club was 
recently organized with 75 members. Following are its officers: 
President, Roscoe Wallace, manager, Antwerp Naval Stores Co.; 
vice-president, industrial commissioner, Pensacola Chamber of 
Commerce; secretary and treasurer, P. W. Reed, traffic manager, 
Industrial Commission of Pensacola. 





At a recent meeting of the Traffic Club of Newark, N. J., a 
resolution was passed extending the co-operation of the club 
to the transportation interests “to secure revision or repeal of 
undesirable or injurious laws, regulations, rules and agreements.” 
The industrial traffic committee of the club has been instructed 
to work out details and data. A resolution favoring the repeal 
of the New Jersey full-crew law and the placing of the responsi- 
bility for the proper manning of trains on the state Commission 
was also adopted. 





The second annual banquet of the Transportation Club of 
Decatur, Ill., will be held at the Hotel Orlando, March 2. George 
M. Barnard, public service commissioner of Indiana, will be the 
speaker. G. E. Chamberlain, general superintendent, A. E. Staley 
Manufacturing Co., will be toastmaster. 


PETITIONS FOR REHEARING, ETC. 


Defendant in No. 11625 (and Sub. No. 1), Sheffield Farms Co. 
vs. Director General, has asked for a rehearing or for oral argu- 
ment. 

Numerous southern carriers have asked the Commission to 
grant a rehearing in I. & S. No. 1303, Rates to, from and between 
points south of the Ohio river, including the Mississippi valley, 
in so far as the findings in that proceeding relate to commodity 
rates from eastern and Virginia cities to Memphis, Tenn., and 
other points in the Mississippi valley. 

Northern Illinois coal operators have asked the Commission 
to grant a rehearing in No. 11703, in the matter of intrastate 
rates within the state of Illinois. 

The Indianapolis Union Railway Co. has filed a petition 
with the Commission in No. 11894, in the matter of rates, fares 
and charges applicable between points in the state of Indiana, 
asking reopening of that part of the proceeding relating to the 
charge for the transportation of live stock at Indianapolis, Ind., 
from the stock yards of the Belt Railroad & Stock Yards Co. to 
the plant of Kingan & Co., Inc. The Commission held in this 
case that it was without jurisdiction because the charges in- 
volved did not result in any undue, unreasonable or unjust dis- 
crimination against interstate or foreign commerce. The peti- 
tioner takes the position that if the Indiana state commission 
fixes a rate too low for the service involved the resulting deficit 
will have to be borne by the tenant railroads of the petitioner, 
all of whom are interstate carriers. It asks that it be afforded 
an opportunity to present evidence “to convince the Commission 
that it has jurisdiction of this rate for the reason that if a lower 
rate is established by the Indiana commission interstate com- 
merce will be injuriously affected thereby.” 

Complainants in No. 10461, Peerless Coal Co. of Illinois vs. 
A. T. & S. F., Director-General et al., and No. 10461 (Sub-No. 1), 
Jones & Adams Coal Co. vs. A. T. & S. F., Director-General et 
al., asked for a rehearing. 

The Missouri Pacific Railroad has asked the Commission to 
set aside its orders in No. 9024, Oakdale & Gulf Railway Com- 
pany, and I. and S. No. 11, wasteful service by tap lines, and 
to grant rehearings in those proceedings in so far as they relate 
to the carrier named, the Prescott & Northwestern Railroad 
and the Ouachita & Northwestern Railway. 





The Director-General has asked the Commission to further. 


consider its report on No. 11535, Atlantic Refining Co. vs. 
Director-General et al., and to then dismiss the complaint. 


PENNSY-LABOR BOARD ARGUMENT POSTPONED 


Argument on the motion of the Labor Board to dismiss the 
application of the Pennsylvania system to make permanent the 
injunction restraining the board from finding the railroad in 
violation of its order, which was scheduled to take place in Judge 


Landis’ court, Chicago, February 17, was postponed until 
February 20. 
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NEW RULES FOR SIGNALMEN 


Rules for application on such roads as have not reached 
agreements with their signal employes were prescribed by the 
Labor Board, February 13, to become effective three days later. 
The rules affect approximately 12,000 men and no estimate of 
the savings that will accrue to the railroads on account of their 
promulgation was given out at the board offices. Following 
closely the precedent established in the maintenance of way and 
clerks’ rules, the board recognized the eight-hour day “as a 
principle” but ordered that work up to and incluaing the tenth 
hour shall be paid for at the regular hourly wage. Regular work 
on Sundays and holidays is also to be exempt from punitive 
overtime payments under the new rules. 

The promulgation of rules for the signalmen leaves only 
a few minor classifications—train dispatchers, firemen and oilers, 
and express employes—yet to be considered. Rules for these 
clases, according to the board’s memorandum of last week, set- 
ting March 6 as the date for the commencement of the wage 
hearing, will be decided before a decision on wages is handed 
down. 

Announcement that a meeting of railroad and mine labor 
leaders would take place in Chicago, February 21, caused con- 
siderable interest, chiefly because it was said that all but one 
of the major railroad unions had expressed willingness to at- 
tend. The identity of the dissenting railroad labor organiza- 
tion was not disclosed, but coupled with the fact that it was 
excluded from the list of those for whom Frank Warne spoke 
at the general rate inquiry, it was generally believed that it 
was the Brotherhood of Railway Trainmen. 


LA FOLLETTE DEFENDS RAIL WAGES 


The Trafic World Washington Bureau 


In an address in the Senate on “The Truth About the Wages 
of Railway Employes,” Senator LaFollette, of Wisconsin, said 
he believed the time had come to say a word in opposition to 
the general and widespread movement in the country to “take 
it out” of labor in order to reduce the cost of living. 

“T think that the conditions which confront the American 
people today are the culmination of a false and wicked economic 
system, which is encouraged, sustained and fostered by our na- 
tional government,” said he. 

“There is not the slightest chance in the world,” he con: 
tinued, “that those really chargeable with the economic wrongs 
which the public suffers will ever be justly punished, but at 
least the responsibility should be placed where it belongs.” 

Mr. LaFollette asserted that there could be no further re- 
duction in the wages of railroad employes without national 
disaster. 

“Railroad labor is receiving at present the least it can re- 
ceive without sinking below the level of efficiency necessary to 
maintain the railroads in successful operation,” said he. “It is 
receiving substantially no more real wages in terms of com- 
modity values for services rendered than it received twenty 
years ago. 

“I know that all this is contrary to the popular belief on 
the subject. The railroad executives, by costly propaganda, 
which has extended to every part of the country, have created 
and fostered the impression that exorbitant railroad rates ara 
due largely to exorbitant wages claimed to be paid to labor and 
that railroad rates can only be reduced by reducing the pay of 
railroad employes. There never was a more shameless, wanton 
and vicious falsehood than this foisted upon the public.” 


Senator LaFollette quoted from testimony of Frank J. Warne, 
statistician for the railway employes, before the Senate inter- 
state commerce committee in the Cummins’ investigation, which 
he said “thus sums up the fallacies of the so-called wage sta- 
tistics presented before the committee by the railway executives 
who appeared as witnesses.” 


“The ingenuity of the railroads in devising schemes and 
combinations to mislead the public and misrepresent the wages 
of the employes seems to be exhaustless,” said he. 


The senator charged that it was practically -impossible to 
get, even from the Interstate Commerce Commission, accurate 
wage statistics because he said the Commission’s reports were 
based, of course, on the reports submitted by the railroad com- 
panies. He submitted a table which he said he had compiled 
from “railroad sources,’ showing the annual average earnings 
of all railroad employes in 1921 to be $1,575; engineers, $2,629; 
firemen, $1,892; conductors, $2,391; trainmen, $1,807; machinists, 
$1,995; trackmen, $900, and telegraph operators, $1,791. 

The same table showed that in 1900 the corresponding earn- 
ings were as follows: All employes, $567; engineers, $1,161; fire 
men, $662; conductors, $1,004; trainmen, $604; machinists, $698; 
trackmen, $311; telegraph operators, $641. 

The senator then submitted a table designed to show the 
buying power of railway wages in 1921 on the basis of the pur- 
chasing power of the dollar in 1900. According to this table 
the average earnings of all employes in 1921 ($1,575) had a 
buying power of $599; of engineers ($2,629) a buying power of 
$999; of firemen ($1,892) a buying power of $719; of conduc- 
tors ($2,391) a buying power of $909; of trainmen ($1,807) 4 
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puying power of $687; of machinists ($1,995) a buying power of 
$758; of trackmen ($900) a buying power of $342; and of tele- 
graph operators ($1,791) a buying power of $681. 

The latter table, the senator said, presents the actual situa 
tion of the railway employes accurately and impressively. 

“No honest mind,” said he, “can examine these figures with- 
out being convinced that the wages of the workers on the rail- 
roads can not be cut, under present conditions, without inflicting 
a grave injustice upon this splendid body of men.” ; 

“It is difficult to find language,” he continued, referring to 
“propaganda” for lower railroad wages, “in which to charac- 
terize the despicable, the diabolical character of this crusade 
that has been prosecuted and to which the press has loaned 
itself. Business organizations have adopted resolutions, and 
the farmers’ conference that was in session here the other day 
passed a resolution to the effect that the wages of railway em- 
ployes must be reduced, becoming the mere tools of the owners 
of the railway properties and of the other big business combina- 
tions combined with them in order to make this raid on labor.” 


PORT EQUALIZATION 


The Trafic World Washington Bureau 


Hearing on I. and S. No. 1476, before Examiner Disque, in 
Washington, February 14, brought out as large an attendance as 
ihe Commission’s general rate inquiry. Carriers took the leading 
part, with shippers lining up behind them in accordance with 
what they conceived to be their interest. Under the leadership 
of the Illinois Central, the carriers proposing the so-called equal- 
ation of the Gulf and south Atlantic ports with the north At- 
lantic ports, asserted they were merely trying to obtain a fair 
share of the business with the Pacific coast. 

Preliminary statements were made by A. P. Humburg, for 
the proponents of the adjustment; Karl K. Gartner for the In- 
termediate Rate Association; J. C. Lincoln for the New York 
City interests; B. W. Scandrett for the transcontinental lines 
and Frank Lyon for the Luckenbach Steamship lines and such 
other lines as might be serving both Atlantic and Gulf ports. 

In a broad way the proponents contended they could do 
business from the middle west of the country only on rail rates 
to the ports no higher than the rates to New York from Chicago 
and points east thereof. Mr. Lincoln said that while the word 
equalization had been used it was misleading in that the com- 
bination of rail and water rates from Chicago to San Fran- 
tisco, via New Orleans, for instance, made lower than the com- 
bination on New York because the water rates from New Or 
leans were lower. Attorney Examiner Disque, who was holding 
ihe hearing, also called attention to that fact and indicated that 
in his opinion, the Commission had power to consider it and 
lest the claim of equalization by that fact. 

Frank Lyon protested against the indicated claim that the 
Commission had the right to require the making of rail rates 
% as to limit the competition between the carriers. He pro- 
iested that each railroad still had the right to say what rates 
it desired to make to a given port to carry traffic to that port 
for carriage beyond. His contention was that the carriers still 
lal the power to compete with each other in the offering of 
their service to the public. 

The position of the transccatinental carriers, broadly stated, 
was that the proposal was equivalent to a declaration of a rate 
war in which they would lose business if they did not meet the 
tates and money if they did compete, in either event the re 
sult being a diminition of their revenues and a failure to meet 
the desire of Congress, expressed in section 15-a, that the rail 
toads, as a whole, or as groups, obtain a net of six per cent on 
the value of the property devoted to transportation service. 

The eastern lines were not represented by any such array 
of counsel and witnesses as the other railroads. Mr. Pierce was 
present but in the general statements before the taking of testi- 
lony was begun he took no part. In the rather extensive cross- 
amination of W. M. Rhett, foreign freight agent for the 
lllinois Central, the first witness, he asked only a few questions 
‘or information and apparently not with a view to making a 
larticular point. 

_ On the cross-examination of Mr. Rhett, the transcontinental 
lines brought out that the Illinois Central is a party to trans. 
“ntinental tariffs and a party to an application by Countiss for 
ourth section relief so as to permit them to make lower rates. 
at spurred Mr. Humburg to the asking of questions, the an- 
‘wers to which were intended to show that the Illinois Central 
a not even a persuasive, much less a controlling voice in the 
haking of transcontinental rates, or in the making of applica- 
Uons for relief from the provisions of the fourth section, to 
mit the making of lower transcontinental rates. 
' “Oh, we’re not making a point of that,” suggested Mr. 
Scandrett, 

“I thought the transcontinental brethren were better traf: 
“men than to undertake anything of that kind,” suggested Mr. 
imburg, smiling benignly at Mr. Scandrett, who was flanked 
¥ Paul P, Hastings, appearing as traffic man for the transconti- 
ental railroads. ; 


In his testimony Mr. Rhett suggested the traffic from the 
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middle west to the Pacific coast had been moving through the 
eastern ports, and not via the transcontinental all-rail routes. 
Evidence that they were not moving the traffic all-rail, he sug- 
gested, was afforded by their many reductions and attempts at 
reductions. As to the point that the water rates from the Gulf 
ports were lower than from New York and other north Atlantic 
ports, he suggested that if the combinations were exactly the 
same through all ports, the Gulf ports would obtain no busi- 
ness because the north Atlantic ports offer more frequent serv- 
ice, on shorter time and larger ships. 

The low rates from the southern ports, he said, during the 
past year, moved nothing other than the local southern products. 
They were not low enough, in comparison with rates from the 
north Atlantic ports, to attract any considerable amount of busi- 
ness from the middle west. Answering a question by Frank 
Lyon, he said the Illinois Central was merely trying to protect 
its property and obtain a share of the business, and not to ob- 
tain more than should come to it on a well balanced adjust- 
ment of rates. 

Shippers in the Middle West, apparently led by advices from 
various organizations, have been advising the Commission, by 
wire and by letter, to vacate its order of suspension in I. and 
S. 1476, and allow the tariffs suspended by that order to be- 
come operative. They sent their advice notwithstanding that a 
hearing had been appointed for February 14 at which they could 
be heard. 

The Illinois Manufacturers’ Association advised shippers to 
take notice of the suspension and to write or wire “immediately” 
to Chairman C. C. McChord, to permit the tariffs involved to 
become effective at the earliest possible date, on the ground that 
the tariffs would establish rates which “would better enable ship- 
pers in the Illinois district to compete with the Atlantic sea- 
board on Pacific coast traffic via the Panama Canal.” The as- 
sociation, through John M. Glenn, its secretary, said the tariffs 
would give Illinois shippers a shorter route and shorter time 
to the Pacific coast, and would be of particular advantage to 
smaller shippers at class rates. 

According to the record, the Commission suspended the 
tariffs in question on its own motion, without suggestion from 
any railroad or shipper interest. In prior cases of that kind, 
notably when the Southern Railway and again when the Rail- 
road Administration equalized south Atlantic and Gulf ports with 
the north Atlantic, using the New York rate as the measuring 
stick, eastern and western trunk line interests protested. When 
the Southern worked alone, the eastern trunk lines procured a 
suspension of the tariffs. After hearing, the Commission al- 
lowed them to become operative. The Railroad Administration, 
just a short time before the end of federal control, extended the 
equalization so as to include all south Atlantic and Gulf ports. 
Neither the Southern nor the Railroad Administration limited 
the equalization to traffic through the canal. Because the Com- 
mission did not say why it had suspended the tariffs there has 
been speculation as to why it did so. One of the thoughts on 
that has been that calling the proposed rates proportionals 
brought the tariffs into technical conflict with the conference 
ruling as to what constituted a proportional rate. 

Congress, however, has defined a proportional rate in terms 
differing from those employed by the Commission in its con- 
ference ruling defining a proportional as one to be used on traffic 
to be carried beyond the first destination by a carrier subject 
to its jurisdiction. The congressional definition, contained in 
the last sentence of paragraph (b) of section 13 is as follows: 
“By proportional rates are meant those which differ from the 
corresponding local rates to and from the port and which apply 
only to traffic which has been brought to the port or is to be 
carried from the port by a common carrier by water.” That 
language, it has been suggested, was sufficient to enable the 
carriers and agents that offered the suspended tariffs to call 
them proportional rates, unless the point were made that the 
definition was carried in a grant of power to the Commission 
te establish through routes and joint rates over the routes of 
rail and water carriers and that, inasmuch as the rates under 
suspension were not made in the exercise of the grant to the 
Commission, they therefore were obnoxious to the conference 
ruling defining a proportional rate. 

Transcontinental carriers also are supposed to be interested 
in preventing the equalization of the south Atlantic and Gulf 
ports with the north Atlantic, although their interest, it is be- 
lieved, cannot be as obviously shown. Even if there were no 
equalization, the transcontinental carriers could not obtain a 
haul on stuff moving through the canal via the north Atlantia 
ports. Therefore the eastern trunk lines would appear as the 
only ones having a direct interest to prevent equalization. 


LOAN TO N. Y. N. H. & H. 


The New York, New Haven & Hartford, in an application 
filed with the Commission, ask for a loan of $31,324,000 for a 
period of ten years, which it proposes to use in paying off the 
debentures of the company’s “European Loan” of $26,258,000, 
due April 1; to meet equipment trust and other maturities of 


$2,066,000 and for additions and betterments estimated to cost 
$3,000,000. 
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MONEY FOR SHIPPING BOARD 


The Trafic World Washington Bureau 


An amendment designed to permit the Leviathan to be re- 
conditioned in the Boston Navy Yard was accepted by the Sen- 
ate, before it passed the appropriation bill, which was sent to 
conference this week. As passed by the Senate, the bill carried 
the appropriations recommended for the Shipping Board and 
Emergency Fleet Corporation by the House committee on appro- 
priations and removed certain restrictions and limitations im- 
posed by the House. 

If the measure is approved in conference, the board may pay 
thirteen, instead of six, employes, in excess of $11,000 a year, and 
may continue the $35,000 salaries of Vice Presidents Love and 
Smull. The House had provided that the maximum salary 
should be $25,000 and that not more than six employes, as at 
present, should receive in excess of $11,000 annually. 

The bill carries $100,000,000 for the Emergency Fleet Cor- 
poration and authority to expend up to $55,000 out of receipts 
from the sale of ships and other assets. 

The amendment with regard to the reconditioning of the 
Leviathan was advocated by Senator Lodge of Massachusetts. 
It provides that it shall become effective on the date of passage 
of the act. It will permit estimates to be outlined from the navy 
yards under order of the President. 

Chairman Lasker has announced that in the absence of a 
direct mandate to the contrary, the contract for the recondition- 
ing of the Leviathan would be awarded to the lowest bidder Feb- 
ruary 15. Officials of the Shipping Board opposed any provision 
under which they would be restricted from having the work 
done in private shipyards. 

“Mr. Lasker is a very rich man and a very successful man, 
and no doubt knows an immense deal about many things, but 
he has been there (head of the Shipping Board) only about six 
months,” said Senator Lodge, “and when he thinks that it is no 
matter what becomes of the unemployed men in New York and 
Brooklyn and Philadelphia and elsewhere, he has still something 
to learn. He does not even know the value of the navy yards 
to the United States.” 

Mr. Lodge said he did not think it was fair to the employes 
of the navy yards to deprive them of the opportunity to do the 
work of reconditioning the Leviathan. 

“The Shipping Board has taken charge of almost all the af- 
fairs of the universe, but, thank God, it has had nothing to do 
with the Navy of the United States,’ Senator Lodge asserted 
at another point in the debate. 

In protesting against expenses incurred by the present 
board, Senator Fletcher of Florida said Mr. Lasker had indi- 
cated in his testimony that Congress was expected to provide 
subsidies in order that a market might be created for the board’s 
ships. 

“We will deal with that when we get to it,” said he. “I have 
never been convinced by anything I have ever heard or read on 
the subject that subsidies have ever built up a merchant marine 
for any country anywhere at any time.” 


Senahor King of Utah offered several amendments, designed 
to limit salaries of Shipping Board and Emergency Fleet Cor- 
poration officials, but all were defeated. 


“IT desire to congratulate the people of the United States 
upon having here such faithful guardians who protect the in- 
terests of the people and the oppressed taxpayers,” said he. 


“It pains us to the very core,” said Senator Harrison, of 
Mississippi, Democrat, “to think that of all the distinguished Re- 
publicans who are present on the other side only one, the 
junior senator from Nebraska (Mr. Norris), voted with the 
solid phalax on this side of the aisle to help the taxpayers of the 
country and to repudiate these extravagant expenditures of 
money.” 


LEVIATHAN CONTRACTS SIGNED 


The Trafic World Washington Bureau 


The Shipping Board signed contracts February 15 for the 
reconditioning of the Leviathan, the giant ex-German Vaterland 
which was converted into a transport during the war with Ger- 
many. It is planned to have the ship ready for the spring pas- 
senger trade of 1923. Officians said the total cost of recondition- 
ing and refitting would be within $8,200,000. 


The Newport News Shipbuilding & Dry Dock Co. of Newport 
News, Va., the low bidder on the reconditioning work, which in- 
cludes conversion of the ship into an oil burner, was awarded the 
main contract at $6,110,000. The contract for the steward’s 
equipment was awarded to Gimbel Bros. of New York, for $551,- 
000, making the total of the two contracts, $6,661,000. Chairman 
Lasker said it was estimated that all other expenses incident to 
getting the ship back into service would bring the total cost to 
approximately $8,200,000. 

The board employed Gibbs Bros. of New York, at a fee of 
$182,000, to supervise the work of reconditioning. This firm is 
composed of W. F. Gibbs, until February 15 chief engineer of the 
International Mercantile Marine, and F. H. Gibbs, his brother. 


Vol. XXIX, No, 7 


Their fee is included in the total estimate of $8,200,000, Chairman 
Lasker said. 

In connection with the passage by the Senate of the Lodge 
amendment under which the government navy yards, with the 
consent of the President, would have been given an opportunity 
to submit an estimate on the work, Chairman Lasker said: 

“The reason we awarded the contract today to the Newport 
News Shipbuilding & Dry Dock Co. was that early in last No. 
vember at the same time that we asked for bids we took up with 
the Navy Department the question of making an estimate. The 
Secretary of the Navy said the department had no appropria- 
tion under which it could make a bid, that it had no facilities 
at the time to do the work and that it did not have the type of 
organization necessary to do the fine work required in decorating 
and refitting the interior of the vessel.” 

Mr. Lasker also said that the successful bidder had spent 
$30,000 in preparing its estimate. He said it would require an 
additional 60 days for the Navy to prepare an estimate at this 
time and that that delay would mean that the vessel would not 
be ready for the spring passenger trade of 1923 and would entail 
a loss of more than $1,000,000 on that account alone. He said the 
action of the board had been approved by President Harding, 
Senator Jones, chairman of the Senate commerce committee, and 
Representative Greene, chairman of the House committee on 
merchant marine and fisheries. 

The International Mercantile Marine, which has been taking 
care of the ship for the board, Chairman Lasker said, had re. 
lieved the board from the terms of a contract the company made 
with a previous board and under which it was to supervise the 
work of reconditioning for $210,000, and which the company con- 
tended gave it the refusal of operating the ship for the board and 
also an option to purchase the vessel. Mr. Lasker said the com- 
pany did that with reluctance at the request of the board. 

It was indicated officially at the White House that the Presi- 
dent favored the awarding of the contract to the lowest bidder 
rather than to attempt to have the work done in the Boston navy 
yard as had been urged by Senator Lodge and representatives 
from Massachusetts. The President, it was said, did not believe 
it would be fair to the bidders who had expended considerable 
sums in preparing their estimates, to reject the bids and permit 
the Navy to submit an estimate. Officials of the Shipping Board 
also declared that if new bids were called for the work could not 
be done for as low an amount as if the contract were awarded to 
the Newport News company. 

Work on the ship will be begun at once. It will be moved 
from New York to Newport News, Va., within a month, it was 
said. The work of painting the outside of the vessel will be done 
in the Boston navy yard at an estimated cost of $191,423, Mr. 
Lasker said. 

The Leviathan was built in Germany in 1914 and was in 
New York harbor in 1917 when war was declared against Ger- 
many. The ship is 950 feet long and 100 feet wide, and her hull 
is about 60 feet in height. With the superstructure the vessel 
rises to a height of 90 feet, the middle portion of the ship being 
about the height of a 9-story office building. She will be manned 
by a crew of about 1,100 officers and men. The board plans to 
carry a maximum of about 3,400 passengers on the vessel—1,000 


first class, 500 second class and about 950 each third and fourth 
class. 


SHIPPING BOARD CONTROVERSY 


The Trafic World Washington Bureau 


In denying a report to the effect that differences had arise? 
between A. D. Lasker, chairman of the Shipping Board, and Chait 
man Meals of the Claims Commission set up by President Hard- 
ing to adjust claims against the board, announcement was made 
by the board that Chairman Lasker had asked President Harding 
io ask Congress for legislation giving the Claims Commission 
final authority to make awards, thus relieving the Shipping Board 
from passing on the claims. The President has approved the 
suggestion and the matter will be presented to Congress, it was 
announced. 

The report denied by the board was to the effect that 
because of a dispute over the policy of settlement of claims 
against the Shipping Board between the law officers of the Board 
and the Claims Commission appointed by President Harding, 
Chairman Lasker had asked the President to relieve the board 
of further responsibility in the matter; that at the first confer 
ences between Chairman Meals and the Shipping Board Mr. 
Meals was informed by Mr. Schlesinger that a policy had beet 
adopted for the settlement of claims upon a basis of 25 jee) 
cent of the amount asked for; that the Shipping Board appointee 
a Claims Commission of its own and decreed that all claimant 
must agree to accept its findings; that because of this action “A 
Meals tendered his resignation, which the President refused 
accept and asked for an explanation from Mr. Lasker, and t : 
the board had attempted to destroy the usefulness of the con 
mission created by the President and planned to deal with . 
claimants without regard to this commission. An announcemeé 
from the Shipping Board said: 


The plan of the Claims Commission was evolved by the Shipping 
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Board. It has not only been an invariable custom but the present 
law requires that all claims passed upon by the Claims Commission 
must be finally passed upon by the Shipping Board. 

The Claims Commission has always been and is an integral 
part of the new organization built up by the present Shipping Board. 

Mr. Schlesinger has never made any suggestion, at any time, 
that any policy be adopted for the settlement of claims upon a 
pesis of 25 per cent of the amount asked for, or any other per. cent. 

Judge Meals has not at any time tendered his resignation, nor 
has there been any disagreement between Judge Meals, the chair- 
man, or Mr. Schlesinger. They are, and always have been working 
together — settlement of this difficult inherited problem in com- 
plete accord, 
' The board has not attempted to destroy the usefulness of the 
Commission and has made no plans to deal with all claimants without 
regard to the Commission, but is seeking to improve its organization 
with a view to speed up the disposition of cases. 


KEENE WITHDRAWS RESIGNATION 


The Trafic World Washington Bureau 


W. B. Keene, manager of the traffic department of the divi- 
sion of operations of the Emergency Fleet Corporation, has with- 
drawn his resignation, according to Chairman Lasker and Vice- 
President Love in charge of traffic of the Fleet Corporation. Mr. 
Love said there was not a more loyal, efficient man in the organ- 
ization than Mr. Keene and that he would have regretted very 
much to lose his services. A similar statement was made by 
Mr. Lasker. Keene resigned because he was offended at state- 
ments made concerning him by Mr. Lasker when the latter was 
testifying before the House appropriations committee. Mr. 
Lasker testified that the board had increased Mr. Keene’s salary 
from $9,500 to $10,000 so as not to “humiliate” him when the Fleet 
Corporation was reorganized and Mr. Keene was displaced as 
acting director of the board’s fleet. Mr. Lasker said he had no 
intention of offending Mr. Keene, but that rather he thought he 
was complimenting him. 


MAY ENFORCE SEC. 28 OF JONES ACT 


Action by the Shipping Board looking to enforcement of 
Section 28 of the Jones merchant marine act, which provides in 
effect that export and import rates shall apply only on shipments 
carried to and from the United States in American bottoms, may 
be taken in the near future, according to Chairman Lasker. A 
report on the matter is to be submitted soon to the board, he 
said, 

When the board has considered the report it will decide 
whether the section shall be applied to all ports or only to cer- 
tain ports. That is one of the questions which has been bother- 
ing the board. Some believe that the board may certify that 
adequate shipping facilities under the American flag exist at 
certain ports and thus make the section applicable only to those 
ports. 

Chairman Lasker said the board has no intention of asking 
Congress to revise the section. The Interstate Commerce Com- 
mission, in its annual report to Congress for 1921, gravely ques- 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. THE TRAFFIC 
WORLD, 418 South Market Street, Chicago, II. 








POSITION WANTED—As traffic manager or assistant, with com- 
mercial organization, by young man, age 26, five years’ railroad and 
— years’ commercial traffic experience. Familiar with rates all 
fetitories. Expert freight bill auditor. New York or vicinity pre- 
erred. Address Box 789, Traffic World, Chicago. 


M: WANTED POSITION—As Traffic Manager or Assistant Traffic 
ower with responsible organization. Thirteen years’ experience in 
railroad, Steamship and industrial traffic work. Thoroughly con- 
frsant all details such work. Recommendations from highest rail- 


cong Steamship officials. Address O. D. D. 427, Traffic World, 


POSITION WA — i i 
correspondent t he As Claim Agent, Chief Clerk or personal 


aa to fficial, railroad or industrial; age 40; married; fif- 
coast. yl generat a —. Spgge Mississippi River to east 
’ general clai : ‘ ‘ 3 
Traffic World. Chieseo: aim office; object, future. Address M. G., 
railroo st THON WANTED—Commercial traffic experience, seven years 
rangements, specioitin ce ee: —s . rates, Pp ar- 
: , -Cialties, best references. ge 33. equire $200 month. 
\ddress 0. ‘0. N. 421, Traffic World, Chicago. 
ANTED—Ten hi 
pr : : ligh grade rate men, thoroughly competent to 
correan’, Auorpret tariffs and make accurate quotations who are good 
co ndents. Salary in keeping with your qualifications. Give 


: ete experience. “M. - " ? 
son Bice. aera oo Cogswell Corporation, 402-17 Stephen 


WwW 
brine tance TO LEASE—Twenty-five to fifty modern, fully equipped 


covering ¢ refrigerator cars for handling meat. Give full description 
cars, ete Addteae ia insulation, running gear, age, terms, condition of 


. A. V. No. 425, Traffic World, Chicago. 
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tioned the advisability of applying the section in its present form 
and suggested that Congress should give consideration to the 
effect the application of the section might have on certain ports. 

No hearings will be held on the question of making section 
28 operative, Chairman Lasker said. 


LEGAL WORK OF FLEET CORPORATION 


The Trafic World Washington Bureau 


Nathan A. Smyth has been named as general counsel of the 
Emergency Fleet Corporation. He has been assistant general 
counsel since July 14, 1921. Elmer Schlesinger will continue 
as general counsel of the Shipping Board, but the promotion of 
Mr. Smyth will bring about distinctively a segregation of the 
legal work of the board from that of the Fleet Corporation, in 
line with the delegation of operating functions, which heretofore 
has been made to the Emergency Fleet Corporation, it was an- 
nounced. Mr. Smyth before becoming assistant general counsel 
last July was associated with the law firm of Rushmore, Bisbee 
and Stern in New York City. 


RINGWOOD LEAVES FLEET CORP. 


The Trafic World Washington Bureau 


A. J. Frey, vice president of the Emergency Fleet Corpora- 
tion, in charge of operations, has announced that R. J. Ringwood 
has resigned as manager of the operating department. Mr. Ring- 
wood held the position since August 3, 1921. He said he was 
leaving the board under pleasant conditions but that he could 
not afford to remain in Washington, under present conditions of 
cost of living, at the salary he received. He will return to his 
home in San Francisco and reengage in steamship activities. 


ST. LAWRENCE CANAL OWNERSHIP 


The Trafic World Washington Bureau 


A resolution providing that it is the sense of the Senate 
that, as a condition precedent to the United States joining with 
Canada in the construction of the proposed St. Lawrence canal 
project, the Canadian government should cede certain described 
territory to the United States, has been introduced by Senator 
King of Utah. The resolution follows: 


Whereas, The project for the canalization of the St. Lawrence 
River, and the development of hydraulic power in connection there- 
with, between Lake Ontario and the head of tidewater in the St. 
Lawrence River below the city of Montreal, at the joint expense of 
the Governments of the United States and the Dominion of Canada, 
contemplates that the Government of the United, States shall con- 
tribute one-half of the cost of the construction of the necessary chan- 
nels, dams, locks, and hydraulic works in that portion of the St. 
Lawrence River between the northern boundary of the State of New 
York and the mouth of the Richelieu River, which portion of the St. 
Lawrence River passes entirely through Canadian territory, and upon 
which the United States has no riparian rights, or rights with respect 
to the water power, and has no contact with the banks, or with the 
proposed navigable channels, canals, dams, locks, or hydraulic works, 
for which the Government of the United States is expected to appro- 
priate one-half of the cost of construction: Now, therefore, be it 

Resolved, That it is the sense of the Senate that, as a condition 
precedent to the Government of the United States joining with the 
Government of the Dominion of Canada in the construction of such 
works, the Dominion of Canada cede to the United States the terri- 
tory lying between the Richelieu River, Lake Champlain, and the 
northern boundary of the State of New York, including the bank and 
the bed of the St. Lawrence River to the center of the channel thereof, 
from the point of intersection with the northern boundary of New 
York to the mouth of the Richelieu River, in order that the United 
States may become joint owner with the Dominion of Canada of the 
course of the St. Lawrence River to the head of tidewater below the 
city of Montreal, and joint owner with the Dominion of Canada in the 
proposed canals, channels, dams, locks, and hydraulic works, and of 
all rights of navigation and of water power appurtenant thereto. 


SALE OF SHIPPING BOARD VESSELS 

The Emergency Fleet Corporation has sold four 10,000-ton 
oil-burning vessels—the Mandarin, Cathay, Celestial and Oriental, 
which were built for the Shipping Board at Hongkongt—o Robert 
Dollar for cash. The amount received for the vessels was not 
made public, the policy of the board being, as explained by Presi- 
dent Powell, that publication of the sale prices might affect 
adversely the sale of cther ships. Mr. Powell said because of 
the condition of a given ship it might be sold for a price that 
would not apply to another ship under other conditions and that 
therefore the prices would not be made public. One of the 
vessels was only recently completed. The Dollar company will 
use the vessels in the trans-Pacific trade. 

EK. P. Farley, vice-president of the Emergency Fleet Cor- 
poration, in charge of ship sales, has announced the following 
ship sales: The SS. Rajah d. w. t. 3500, ex-German cargo, to 
Rajah Steamship Company, New Orleans, La., for approximately 
$35,000; the SS. Fort Seward, 3688 d. w. t., wooden cargo ship, 
to Raeffael Starita, Naples, Italy, for about $8,000. 


FOREIGN BUILT BOATS IN COAST TRADE 


Senator Fletcher of Florida has introduced a bill under 
which vessels built under foreign flags and admitted to American 
registry would be permitted to enter the coastwise trade. The 


bill also provides that such vessels must be owned by American 
citizens. 
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SUPPLEMENTAL ORDER IN 1303 


The Trafic World Washington Buregy 


The Commission has issued a supplemental order in I. and §. 
No. 1303, revising rates and rate bases therein established by 
its order of November 15 so as to permit the establishment of 
carload commodity base rates from St. Louis and Louisville to 
New Orleans on soda ash, caustic soda, and bicarbonate of soda, 
as follows: Soda ash, 40 cents; caustic soda, 40 cents; and 
bicarbonate of soda, 56 cents. 

The order of November 15 is further modified by inserting 
after “New Orleans, La.,” at the end of the first subdivision of 


the second paragraph, beginning “It is further ordered,” the 
following: 


Where the application of this rule, providing for 85 per cent of 
the suspended commodity rates from St. Louis to New Orleans, would 
result in reducing the present rates from St. Louis to New Orleans, 
the present rates may be continued in effect, provided that if the 
suspended rates are less than the present rates, the suspended rates 
shall be observed as maxima. 


It is further modified by striking therefrom the fourth sub. 
division of the second paragraph, beginning “It is further or. 
dered,” and inserting in lieu thereof the following: 

Rates on said commodities between Nashville, Tenn., and Lower 
Mississippi River crossings and related points shall not exceed rates 
which bear the same percentage relationship to the first-class rates 
to and from Nashville that the rates prescribed herein from St. Louis, 
Mo., and Louisville, Ky., to New Orleans, La., bear to the contempo- 
raneous first-class rate from St. Louis to New Orleans. 

Rates on said commodities from Jeffersonville and Evansville, Ind., 
and Cairo, Ill., to Nashville, Tenn., shall not exceed the rates con- 
temporaneously maintained from Cairo to Memphis, Tenn. 

Rates on said commodities from Cincinnati, Ohio, Louisville, Ky,, 
St. Louis, Mo., and related points, to Nashville, T’enn., shall not ex- 
ceed rates which bear the same percentage relationship to the rates 
from Jeffersonville and Evansville, Ind., and Cairo, Ill., to Nashville, 
as the first-class rates from Cincinnati, Louisville, St. Louis, and 
related points, to Nashville bear to the contemporaneous first-class 
rates from Jeffersonville, Evansville and Cairo to the same point. 

The petitions asking that the rates prescribed in the order 
of November 15, as modified, be permitted to be made effective 
March 2, upon not less than one day’s notice, have been denied. 


VALUATION PROVISIONS AMENDMENT 


The Trafic World Washington Bureau 


Senator Cummins, chairman of the Senate interstate com- 
merce committee, this week submitted to the Senate a favorable 
report on Senate Bill 539, which eliminates from the valuation 
provisions of the interstate commerce act the requirement that 
the Commission shall ascertain and report the cost of repro- 
duction of carrier lands in arriving at the final value on a given 
carrier’s property. A similar report was ordered last week by 
the House committee on interstate commerce on practically an 
identical House bill. 

Prior to the decision of the United States Supreme Court in 
the Kansas City Southern mandamus case, the Commission did 
not comply with the provisions referred to because it held the 
statute required something that was impossible to perform ex- 
cept on a basis of guessing. The court said, however, that the 
Commission would have to obey the law and since that time 
the Commission, in its tentative valuation reports, has included 
estimates covering the cost of reproduction of carrier lands. 

At the same time it urged the interstate commerce commit- 
tees to pass the valuation bill, which has now been favorably 
reported. The measures also were supported by the National 
Association of Railway and Utilities Commissioners, John EF. 
Benton, general solicitor, contending that unless the require 
ment were repealed, the shippers of the country would be re 
quired to pay a great deal more in rates to cover the increase 
in value of railroad property that would result from inclusion 
of the estimated cost of reproduction of carrier lands. 

The valuation counsel for the railroads vigorously opposed 
the bills during hearings before the committees. 


COMMISSION’S INTRASTATE POWERS 
The Trafic World Washington Bureau 


Hearings will be begun February 23 before the House com 
mittee on interstate and foreign commerce on the proposals to 
define and limit the power of the Commission over intrastate 
rates and to repeal section 15a of the interstate commerce act. 
It is expected the witnesses before the committee will be the 
same who appeared before the Senate interstate commerce com- 
mittee in the hearings on the Capper and Nicholson bills. 

The Senate committee has not yet met in executive session 
to consider the testimony received by it on the proposed modi- 
fications of the transportation act. It is understood the con 
mittee is waiting for the Supreme Court to hand down a decision 
in one of the intrastate rate cases. It would not surprise = 
who have been following the situation if the Supreme Court 
should announce a decision in the Wisconsin intrastate oes 
fare case when it reconvenes on Monday, February 27. Th 
court has been in recess since January 30. : de 

It is regarded as doubtful whether an attempt will be ma 
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E. J. HENRY 
Western Traffic Manager 
226 West Adams St. 


Chicago 


Westward on The Chicago Express 
Eastward on The Black Diamond 


(Traversing the Lehigh Valley’s Scenic Line in Daylight) 


PASSING NIAGARA FALLS in both direc- 
tions and providing service from and to New 
York’s Most Convenient Terminal—PENN- 
SYLVANIA STATION, a block from Broad- 
way, in the heart of New York City. 


No Extra Fare 


N. W. PRINGLE 
General Passenger Agent 
143 Liberty St. 

New York 


Cc. A. BLOOD 
Traffic Manager 
143 Liberty St. 
New York 
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by congressional leaders to change the transportation act in 
any important respect before the proposed adjournment in June. 
Unless sentiment in favor of the proposed changes becomes so 
strong that the leaders cannot withstand it, it is believed that 
final consideration of the changes will be deferred until the ses- 
sion of Congress beginning in December, 1922. 

Senator Cummins, chairman of the Senate interstate com- 
merce committee, is on record as being strongly opposed to 
repeal of section 15a, and should the Supreme Court sustain the 
Commission in its decisions in the intrastate rate cases it is not 
believed that the senator would aid in a movement to take away 
from the Commission power which the Supreme Court may say 
it has under an act of Congress. The position of Senator Cum- 
mins has been that if the decisions of the Commission were 
backed up by sufficient evidence under the Shreveport doctrine, 
the Commission did not exceed its power. Therefore, if the Su- 
preme Court should sustain the Commission’s findings on the 
basis of the Shreveport doctrine, it is not believed that the 
senator would give support to a movement to reduce the power 


of the Commission to remove discrimination against interstate 
commerce. 


PROPOSED TO AMEND SECTION 206 


The Trafic World Washington Bureau 
Representative Huddleston of Alabama, member of the 
House committee on interstate and foreign commerce, has intro- 


duced the following bill (H. R. 10391) to amend subdivision (d) 
of section 206 of the transportation act: 





(d) Actions, suits, proceedings and reparation claims, of the char- 
acter above described, pending at the termination of federal control, 
whether such actions were brought against carrier companies as pro- 
vided by the federal control act or against the Director General of 
Railroads, under the provisions of General Orders Nos. 50 and 50A of 
the Director General of Railroads, shall not abate by reason of such 
termination but may be prosecuted to final judgment, substituting the 
agent designated by the president under subdivision (a) as the 
defendant in the case and shall not be subject to the bar of the 
statute of limitations if the action was originally brought within the 


time prescribed by statute of limitations applicable to the cause of 
action. 


As subdivision (d) stands in the law now it is as follows: 


(d) Actions, suits, proceedings and reparation claims of the charac- 
ter above described pending at the termination of federal control shall 
not abate by reason of such termination, but may be prosecuted to 


final judgment substituting the agent designated by the president 
under subdivision (a). 


When asked to explain the purpose of the proposed amend- 
ment, Representative Huddleston said he was too busy to do that. 


VIRGINIANS ASK ACT AMENDMENT 


The Trafic World Washington Bureau 


Senator Swanson, of Virginia, has submitted to the Senate 
two joint resolutions, adopted by the Virginia legislature, rel- 


ative to the railroad situation. One appeals to the Interstate 
Commerce Commission to order a_ substantial reduction -in 
freight rates and to the state’s representatives in Congress to 
favor the passage of such legislation as will enakle the carriers 
to reduce expenses, “so that employes may be warranted in ac- 
cepting lower compensation by reason of less cost of living.’ 
The other urges the state’s representatives in Congress to amend 
the transportation act in the following respects: 


That we urge upon our senators and representatives in Congress 
to so amend the existing legislation as to clearly define and limit the 
powers of the Interstate Commerce Commission so that no intrastate 
rate or fare may be changed or set aside without proof by competent 
evidence, and upon findings of fact made, that the same injures a 
person or persons, or a locality or localities, engaged in interstate 
commerce to such an extent as seriously to diminish the business of 
such person or persons or seriously to retard growth and development 
of such locality or localities: 

Resolved further, That our Representatives in Congress are re- 
quested to advocate the incorporation in such amendatory legislation 
through the Capper or Nicholson bills, or in some other way, a 
declaration of the purpose of Congress to recognize the rights of the 
several States to exercise full and final jurisdiction over all rates for 
intrastate transportation which do not injure persons or localities en- 
gaged in interstate commerce in the manner aforesaid; and 

Resolved further, That said Representatives in Congress be respect- 
fully urged to advocate such legislation that the regulatory authorities 
of the States which may make reasonable orders and regulations, not 
in conflict with the Federal law or with lawful orders of the Interstate 
Commerce Commission, requiring cars within the respective borders of 
such States to be equitably distributed to shippers desiring same; and 

Resolved further, That our Representatives in Congress be respect- 
fully urged to advocate an amendment under the law so that certifi- 
cates of convenience and necessity granted by the Interstate Com- 
merce Commission shall not purport to relieve the carriers obtaining 
the same from conforming to the laws of the States with respect to 
construction and operation within the States for intrastate trans- 
portation, or with respect to the abandonment of such transportation. 


KANSAS & OKLAHOMA STOCK 


The Kansas & Oklahoma Railway Co. has applied to the 
Commission for authority to issue $1,500,000 of capital stock 
and use the proceeds from the sale of the stock for the con- 


struction of a railroad from Forgan, Okla., to the Kansas-Colo- 
rado state line. 


THE TRAFFIC WORLD 
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REPORT OF DIRECTOR-GENERAL 


The Trafic World Washington Bureay 


In a report to the President, which was transmitted this 
week to Congress, covering the period of twenty-two months since 
the termination of federal control March 1, 1920, Director-Genera] 
Davis of the Railroad Administration estimated that at the enq 
of 1922 at least 80 or 90 per cent of the claims of the carriers 
against the government should be adjusted and that “the balance 
of the claims of the carriers and all the other demands of third 
persons should be so nearly disposed of during the calendar yeay 
1923 that at the end of that time consideration should be given 
to the abandonment of the existing Railroad Administration, anq 
transferring the limited amount of undisposed matters remain- 
ing to some permanent organization of the government.” 

“If future adjustments with the carriers are concluded upon 
the same general lines as those which have been consummated 
in the past,” he said, “the Administration with its available as. 
sets, including cash on hand, assets in field, and the sale and 
collection of obligations of the carriers now owned by the 
government and taken from the carriers in matters connected 
with and growing out of federal control, should be able ‘to ad-. 
just, settle, liquidate and wind up all matters, including com- 
pensation, and all questions and disputes of whatsoever nature 
arising out of or incident to federal control’ without any further 
direct appropriation by Congress for that purpose.” 

Mr. Davis reviewed the contentions of the Railroad Ad- 
ministration and of the carriers with regard to the construction 
of the “standard contract” in arriving for a basis for settlement 
of the maintenance claims of the carriers, involving alleged in- 
efficiency of labor, etc. 

“The difference in construction of this contract would 
amount to $600,000,000 or $700,000,000,” said he. ‘The conten- 
tion of the Railroad Administration has been finally acquiesced 
in by the carriers with whom adjustments have been made and 
has also received the approval of the Interstate Commerce 
Commission, and all settlements that have been made to date 
have been based on the construction of the contract claimed by 
the government. 

“Up to December 31, 1921, claims in final settlement have 
been filed aggregating $931,721,488.18. These claims represent 
a total main line mileage of 208,731 miles, leaving claims yet to 
be filed (excluding short lines) of 32,463 main line miles of road. 
If the balance of the claims yet to be filed are presented on the 
same general lines as those already filed it is estimated that the 
total amount of the claims which will finally be presented by the 
carriers will aggregate about $1,100,000,000. 

“Up to December 31, 1921, claims in the aggregate of $447; 
518,009 have been adjusted. The amount agreed upon in making 
these settlements was $133,694,353. The claims settled represent 
116,099 miles of main line mileage or 48.135 per cent of all the 
main line mileage under federal control.” 

As to short lines, Mr. Davis said that up to December 31, 
1921, claims aggregating $1,732,272 had been filed. 

With reference to reparation claims, the Director-General 
said he had paid out $1,066,786 since the end of federal control. 
This amount includes $522,789 paid out on formal awards and 
$543,996 on informal claims. In addition, he said, there will be 


an aggregate of 50,000 to 75,000 overcharge claims requiring 
adjustment. 


‘The volume and complex character of these claims,” said 
he, “necessitates delay in disposing of same, and has resulted 
in some criticism on the part of shippers presenting these de 
mands. The work of properly analyzing these claims is of 4 
highly technical character and requires the services of men 
expert in this particular branch of railroad business, and the 
force which the Administration has available and can use éf: 
ficiently must be to some extent limited. The results of the 
investigations heretofore made by the Administration amply 
justify the necessary time to properly analyze each claim before 
recommending final disposition.” : 

Liabilities growing out of the inland waterway operations 
during federal control have cost the Administration $4,636,028 
to date, or $1,157,017 in excess of the estimate at the time the 
last appropriation was made for the Railroad Administration, 
the Director-General said. There is still a small amount of 
these liabilities to be settled, but this phase of the work has 
been practically completed. 

The report revealed that claims aggregating $91,318.381 have 
been presented by the carrier for additions and betterments 
which the carriers claim were made by the government for wal 
purposes and which they contend they should not be made to 
pay in connection with the settlement of additions and better 
ments made during federal control. Of these claims, $6,313.408 
have been allowed, $13,993,511 have been declined, and $3,610; 
895 have been withdrawn. About 8,000 claims are still under I 
vestigation. 

For the period March 1, 1920, to December 31, 1921, the 
Director-General had receipts of $1,093,757,504 and disbursements 
of $912,496,869, and there is now available for the general pur 
poses of liquidation, $181,260,634, the report shows. 

The report includes an estimate of the amount due = 
carriers with which final settlements have not been made 0 
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BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 
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HAL L. BRENNAN 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application.. 





Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 








S. E. LEONARD 


WORLD 





Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agents: Hamburg-American Line 


American-Hawaiian S. S. Co. 
INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
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NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
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S.S. WEST MAHOMET 


Loading Pier 21, Pouch Terminal, Clifton, 8. I. 


NEW YORK TO NORTH AFRICA AND LEVANT 
Tunis, Malta, Alexandria and Syrian Coast Ports 
S.S. WEST MAHOMET 
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General Offices: 39 BROADWAY, New York 
Telephone WHITEHALL 1020 
WESTERN FREIGHT OFFICE 
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BRANCH OFFICES 
Boston, 40 Central Street 
Philadelphia, Bourse Bldg. 
Pittsburgh, Oliver Bldg. 


Phone Fort Hill 3084 
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Phone Grant 7431-2 
GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome 8t., San Francisce 
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$241,062,934, which is arrived at by charging to the carriers ad- 
ditions and betterments in the sum of $476,430,731. The amount 
of money necessary to complete the arjustments, the Director- 
General says, will depend not only upon the amounts found due, 
but the extent to which the President exercises his discretion in 
refraining from setting off indebtedness due to the carriers 
against claims for additions and betterments. 

Equipment obligations held by the Railroad Administration 
as of December 31, 1921, totaled $183,255,400. The total amount 
taken by the Director General was $346,556,750. Since Septem- 
ber 1, 1921, equipment obligations of $140,197,700 had been sold 
by the end of the year. 

Discussing the organization of the Railroad Administration, 
Mr. Davis said that in 1921 an average of 1,250 people were in 
the employ of the Administration and their compensation ag- 
gregated $3,084,020. He said this overhead for the central office 
was much less than half in number of employes and amount of 
compensation as compared with similar expenses during the 
period of federal control. He said these expenses would be 


rapidly reduced as the work of adjustment proceeds and nears 
conclusion. 

“The results so far obtained in making final adjustments 
amply justify the maintenance of the existing organization, 
and, in my judgment, has resulted in the saving of many hun- 
dreds of millions of dollars to the government,” said he. 


REPARATION CASES TO COURT 


The Trafic World Washington Bureau 


In about two months, it is figured, the Railroad Adminis- 
tration will be in the federal court for the middle district of 
Alabama defending its refusal to obey reparation orders of the 
Commission. Two cases will come on for hearing about that 
time. They were brought by C. E. Cotterill in behalf of whole- 
sale grocers who paid what the Commission called unreasonable 
rates on sugar from New Orleans to Montgomery. Part of the 
shipments moved while the railroads were under federal control. 
The Director-General, as agent, has declined to pay the awards, 
apparently on the main ground that the grocers did not suffer 
damage by reason of the condemned rate because they passed on 
the cost of the sugar, including the charge for transportation. 
So far as the petition and answer indicate, the cases will involve 
nearly every question John F. Finerty has ever raised abouil 
the power of the Commission to award reparation to shippers 
on shipments moving while the government had control of the 
railroads. 

The money involved directly in these suits is small, amount- 
ing it is believed to no more than $500. The expenses arising 
out of the suits will be greater than that, but the principle in- 
volved is of great interest to shippers who have been given 
awards of reparation, especially on commodities the prices of 
which were controlled by the government, by means of the mar- 
gins allowed for the services of licensed dealers. 

The plaintiffs are R. M. Hobbie Grocery Company and the 
firm of Schloss & Kahn Grocery Company. They made shipments 
of sugar from New Orleans to Montgomery under the rate found 
unreasonable by the Commission and received from the Com- 
mission an award of reparation to the extent of the difference 
between the rate paid and the one which the Commission said 
would have been reasonable at the time. 

The petition of the plaintiffs in court is stereotyped and 
merely recites the order of the Commission and the refusal of 
the federal agent to pay. 

Local attorneys for the Railroad Administration have filed 
an answer to the petition which is almost a demurrer. It prob- 
ably will be withdrawn so that Mr. Finerty can put in an answer 
and make the claims with regard to awards of reparation on 
commodities the prices of which were controlled by the govern- 
ment he has made in cases before the Commission, chief of which 
is that, inasmuch as the complainant was selling an article on. 
which the government established a maximum of profit, and 
there was no showing that his profit was less than allowed by 
law, he suffered no damage. The answer of the local attorneys 
asked for the striking of the petition on four grounds, as follows: 

1. Said complaint fails to state a cause of action. 

2. Said complaint shows upon its face that the defendant 
is not liable for the amount sued for, or any other amount. 

3. Said complaint shows upon its face that the Interstate 
Commerce Commission was without power or authority to direct 
the defendant, or his predecessor in office, to pay the plaintiff 
the sum of $112.30 or any other sum. 

4. Said complaint shows upon its face that the Interstate 
Commerce Commission was without jurisdiction to make and 
enter an order or judgment directing the defendant, or his prede- 
cessor in office, to pay to the plaintiff $112.30 or any other sum. 

That answer goes farther back than the Railroad Adminis- 
tration attorneys have been going for a long time, if they ever 
so bluntly denied the power of the Commission to make repara- 
tion orders against the Director-General. The understanding, 
however, is that the Railroad Administration is not willing to 
stand on the answer made by its local counsel and that an amend- 
ment, if not a complete withdrawal, may be expected. The Rail- 
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read Administration, if it ever took the position that awards 
could not be made against it, under any conditions, has been 
paying awards, although contesting many cases. 

The attorney for the shippers asks the court in his peti- 
tions for an allowance of attorney’s fee to be assessed against the 
federal agent. 

The decision of that question will be of interest to shippers 
whose reparation orders are “hung up” in the Railroad Admin. 
istration without any certainty as to whether payment will or 
will not be made voluntarily. 

Still another question involved in the Montgomery suits jis 
whether or not shippers who filed such suits must tender the 
court costs in advance. In the Montgomery suits no costs wer, 
paid by the plaintiffs on the theory that section 16-a of the in- 
terstate commerce act is just as applicable to the federal agent 
as to the railroad corporations. Such section exempts shippers 
from the payment of costs except on appeals and then only if 
they lose in the appellate courts. 


REDUCTIONS ON PINE 


The Trafic World Washington Bureau 

According to A. G. T. Moore, traffic manager for the South- 
ern Pine Association, D. W. Longstreet, of the Illinois Central, 
and Lincoln Green, of the Southern, have reaffirmed their prom- 
ise, claimed by Mr. Moore to have been made several months 
ago, to put into effect reductions in rates on pine, the same as 
have been ordered by the Commission for southern hardwood. 
According to Mr. Moore, however, the southwestern lines have 
made no promises on that point. 

From what Messrs. Green and Longstreet said to him, Mr. 
Moore has drawn the conclusion that the southeastern lines, in 
the matter of rates on pine, will establish a rate structure that 
will give to pine exactly what was ordered for hardwood, in 
the Southern Hardwood Traffic Association case. 

The declination of the southwestern lines to give definite 
assurances as to rates on yellow pine, according to Mr. Moore, 
has constrained the Southern Pine Association to bring the 
declination on that head to the attention of the Commission. 
That body, so far as can be recalled, has always treated the 
two kinds of wood as being entitled to the same rates. There- 
fore, unless the Commission permits departures by the south- 
western lines, from the long established practice, the Southern 
Pine people believe rates on their lumber, from both the south- 
east and the southwest, will come down in harmony with rates 
on hardwood. 

It is beyond the power of the Commission, however, without 
hearing, to order down rates on pine from either the southeast 
or the southwest. If reductions are made, they will have to be 
voluntary; that is, voluntary in the sense that the carriers, in 
the districts mentioned, will make the reductions so as to pre 
vent discrimination in favor of hardwood. The competition be- 
tween the two kinds of wood, it has heretofore been supposed, 
was sufficient to make different rates impracticable. 


BENEFIT OF LUMBER REDUCTIONS 


The Trafic World Washington Bureau 

Since the Commission’s decision in the Southern Hard- 
wood Traffic Association case, some statistically inclined traffic 
men have made figures intended to show that the reduction 
caused by that order is so small there is no hope of the reduc- 
tion being passed on to the ultimate user of lumber, in the con- 
struction of a home, even when the reduction has been extended 
to pine. The reduction, even if made sufficient to bring back the 
rates in effect prior to Ex Parte 74, it has been pointed out, 
would not be large enough, probably, to result in the benefit be- 
ing passed on to the purchaser of a house. Nor would it be large 
enough to contain or to restrain a man thinking of building 4 
house. In other terms, the freight on the lumber used in an or 
dinary frame house is so small that it could not be regarded as 
a determining factor. 

It has been estimated that the freight cost on lumber to be 
used in constructing ordinary frame houses, having from five to 
eleven rooms, ranges from 1.5 to 3.6 per cent of the cost of con- 
struction and that, even if the rates were put back to what they 
were prior to Ex Parte 74, the percentage of saving in cost of 
construction would range from one-third to three-fourths of one 
per cent, as outside figures. In dollars, the savings, assuming 
average hauls would be given to the Inmber, especially in the 
Southeast, would run from about $15 to $40 per house. 

The benefit of reductions, therefore, it is assumed by those 
who have made figures, will go to either the lumber mills or to 
the contractors. A contractor might shave off $25 or even $125 
on his contract, but it is suggested the man who has made plans 
for building or buying a house, would not be stopped, or per 
suaded to go ahead, by any sum less than $250, even if the orl 
ginal estimate of cost was so low as $2,500; that is to say the 
margin in building operations is not generally so low as 10 per 
cent on the whole estimate, much less 10 per cent, up or down, of 
the rail rates on one of the materials, even when it is a major 
material, as for instance, lumber:in a frame house. 
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NEW YORK WATERFRONT 


STORAGE AND HANDLING RATES ARE LOW. 
DON’T LET GENERALIZATIONS TURN YOU 
FROM WAREHOUSING MOST ADVANTAGEOUS- 
LY WITH US IN THE WORLD’S GREATEST PORT. 


OBTAIN UNQUESTIONED FACILITIES: CLEAN— 
DEPENDABLE — STANDARDIZED WAREHOUS- 
ING. SELECT YOUR WAREHOUSEMAN AS YOU 
WOULD YOUR OWN BANKER. 


MERCHANDISE STORAGE CO., Inc. 


FOURTH AVENUE AND SIXTH STREET, BROOKLYN, N. ¥. 











WHITE STAR DOMINION LINE 

ATLANTIC TRANSPORT LINE LEYLAND LINE 

RED STAR LINE WHIT= STAR LINE 
REGULAR SAILINGS 


AMERICAN LINE 



















FROM 
New York Portland, Me. Norfolk 
Boston Montreal Mobile 
Philadelphia Baltimore New Orleans 
Galveston Brunswick 


TO 





crne London Avonmouth Danzig Australia 
se Liverpool Southampton Gibraltar Tasmania 
REGULAR SERVICES Manchester Antwerp Genoa New Zealand 
FREIGHT and PASSENGER Glasgow Hamburg Naples 

























Between 


MONTREAL PHILADELPHIA 
BOSTON PORTLAND, ME. 


ae ANTWERP BRISTOL 
PLYMOUTH GLASGOW 
LONDON MEDITERRANEAN HAVRE 
LONDONDERRY ROTTERDAM 
CHERBOURG DANZIG 


International Mercantile Marine Co. 


A. C. Fetterolf, Freight Traffic Manager 


J. D. Roth, Gen. Western Freight Agt. T. O. Martin, N. W. Freight Agt. 
327 South La Salle Street, Metropolitan Life Building, 
Chicago, [llinols, Minneapolis, n. 

E. J. McConnell, Southwestern Freight Agent, 
1101 Locust Street, St. Leuis, Mo. 

ffices 
New Orleans, Hibernia Bank Bidg. 
Galveston, Cotton Exchange Bldg. 
Norfolk, Flatiron Bidg. 
douston, Cotton Exchange Bidg. 
Mobile, Ala., Mobile Liners. 
Portiand, Me., 1! india Street. 


NEW YORK 
BALTIMORE 


New York, | Broadway 
Boston, 84 State St. 
Montreal, McGill Bldg. * 
Philadelphia, Bourse Bldg. 
Baltimore, Chamber of Commerce 
. Toronto, !608 Reyal Bank Bldg. 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 









Be a Certified 
Traffic Manager 


THE W. L. RICHESON CO. 


INCORPORATED 


Learn By This 
New Quick Method 


Yi 
Salary $2,500 to $10,000 


A Year and More 


Get into this new big pay field now! The traffic director of a Detroit 
concern earns $19,500 a year—a Cleveland traffic man receives $24,000. 
Of course every man cannot equal these brilliant successes, but number- 
less traffic positions pay from $2,500 to $10,000 a year. The work is 
fascinating and intensely interesting and the rewards are big. Thou- 
= > at are needed now. Why don’t you qualify for one of these 

ig pay jo 


Learn in Spare Time 


You can quickly master the secrets of traffic management through 
our simple method of spare time study. The American Sommerce Asso- 
ciation staff of experts can qualify you for a good traffic job in an 
amazingly short time. You don’t need to take a moment’s time from 
your present work—and after you have qualified we assist you to secure 
a well-paid position. 


Write for Free Illustrated Booklet 


Let us send you this free illustrated book on traffic management and 
traffic opportunities. Find out what we have done for hundreds of suc- 
cessful members and what they say of the A. C. A. how we can 
help you to a lasting success and a position of prestige and importance. 
Don’t delay! Send us a postal today! Address 


AMERICAN COMMERCE ASSOCIATION 
Dept. 22-C 4043 Drexel Blvd., Chicago, Ill. 


FREIGHT BROKERS 
AND FORWARDERS 


















Export Shipping for Account of 
Principals Throughout the World. 

















(Main Office) 
Suite 1317-1326 Hibernia Bank Building 
NEW ORLEANS 


























401 Produce Exchange 


2nd Floor Steele Bldg. 
NEW YORK CITY 


GALVESTON 



























515 Railway Exchange Bldg. 
KANSAS CITY, MO. 




















Direct Private Wire Service Between New Orleans, 
New York and Galveston 
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DECEMBER EARNINGS 


The Trafic World Washington Bureau 


Reports from 176 Class 1 roads on December earnings and 
expenses showed a net railway operating income of $41,125,110 
as against a net of $8,369,950 in December, 1920, according to 
compilations made by the Bureau of Railway Economics, which 
issued the following preliminary report: 


MONTH OF DECEMBER PRELIMINARY REPORT OF REVENUES 
AND EXPENSES 
Per cent 
t of 
increase 
921 


over 
District 1921 1920 1920 
Total Operating Revenues: 
Kastern District (Incl. Pocahontas)..... $188,449,399 $249,821,714 
Southern District (xcl. Pocahontas).... 41,723,217 52,238,046 
Western District 140,223,158 179,588,276 
I ones ck mania ead hes ows anew omeKe 370,395,774 481,648,036 
Total Operating Expenses: 
Eastern District (Incl. Pocahontas) 230,367,613 
Southern District (Excl. Pocahontas).... 47,303,888 
Western District 123,519,159 163,963,021 
RN 9 ac aca rch dase Where ieee alie-ees 308,433,440 441,634,522 
Net. Ry. Operating Income: 
Eastern District (Incl. Pocahontas) 29,489,373 
Southern District (Excl. Pocahontas).... 3,357,037 
Western District 8,278,700 
United States 41,125,110 
Number of 


roads 
represented 
Eastern District (Incl. Pocahontas) y i 
Southern District (Excl. Pocahontas).......... 
Western District 
United States 


149,362.793 
35,551,488 


Average 
mileage 
represented 

57,979.05 
31,937.35 
116,343.38 
206,259.78 


REVENUE FREIGHT LOADING 


An increase of 10,158 cars in the number of cars of revenue 
freight loaded was reported for the week ended February 4 as 
compared with the preceding week, according to the weekly re- 
port of the car service division of the American Railway Asso- 
ciation. The total for the week ended February 4 was 753,886 
as compared with 743,728 in the week ended January 28. 

In the weeks of 1921 and 1920 corresponding with that which 
ended February 4 the loadings totaled 699,718 and 762,680 cars, 
respectively. 

Loading of grain and grain products dropped from 50,880 
cars in the week ended January 28 to 48,969 cars in the week 
ended February 4; live stock dropped from 32,590 to 27,998 cars;. 
coal increased from 180,966 to 185,151 cars; coke increased from 
7,502 to 7,844 cars; forest products increased from 47,373 to 
50,204 cars; ore increased from 4,007 1o 4,015 cars; merchandise, 
L. C. L., increased from 211,466 to 218,571 cars, and miscellaneous 
increased from 208,944 to 211,134 cars. 

Loading by districts in the week ended February 4 as com- 
pared with the corresponding week of 1921 was as follows: 

Eastern district: Grain and grain products, 9,367 and 5,465; 
live stock, 2,706 and 3,372; coal, 46,770 and 44,821; coke, 1,817 
and 1,297; forest products, 5,983 and 8,461; ore, 610 and 676; 
merchandise, L. C. L., 62,442 and 46,208; miscellaneous, 62,113 
and 53,655; total, 1922, 191,808; 1921, 163,955; 1920, 170,556. 

Allegheny district: Grain and grain products, 2,615 and 1,- 
980; live stock, 2,763 and 3,188; coal, 51,819 and 46,911; coke, 
3,813 and 5,651; forest products, 2,658 and 2,973; ore, 556 and 
2,752; merchandise, L. C. L., 44,442 and 37,052; miscellaneous, 
44,639 and 44,586; total, 1922, 153,305; 1921, 145,093; 1920, 147,875. 

Pocahontas district: Grain and grain products, 244 and 157; 
live stock, 65 and 126; coal, 23,028 and 14,941; coke, 201 and 366; 
forest products, 1,064 and 1,284; ore, 55 and 85; merchandise, L. 
C. L., 5,275 and 4,588; miscellaneous, 2,863 and 2,675; total, 1922, 
32,795; 1921, 24,222; 1920, 31,410. 

Southern district: Grain and grain products, 4,576 and 3,400; 
live stock, 2,216 and 2,007; coal, 25,483 and 22,852; coke, 492 and 
584; forest products, 14,489 and 12,864; ore, 638 and 1,315; mer- 
chandise, L. C. L., 36,285 and 34,653; miscellaneous, 30,178 and 
81,477; total, 1922, 114,307; 1921, 109,152; 1920, 123,329. 

Northwestern district: Grain and grain products, 12,228 and 
10,635; live stock, 8,017 and 9,232; coal, 9,939 and 6,005; coke, 
1,072 and 1,256; forest products, 14,533 and 16,964; ore, 482 and 
1,010; merchandise, L. C. L., 24,765 and 23,501; miscellaneous, 
24,496 and 27,204; total, 1922, 95,532; 1921, 95,807; 1920, 112,563. 

Central Western district: Grain and grain products, 15,049 
and 10,514; live stock, 10,033 and 11,743; coal, 22,894 and 16,990; 
coke, 267 and 303; forest products, 4,448 and 3,786; ore, 878 and 
2,232; merchandise, L. C. L., 29,740 and 28,305; miscellaneous, 
28,502 and 30,248; total, 1922, 111,811; 1921, 104,121; 1920, 
114,632. 

Southwestern district: Grain and grain products, 4,890 and 
4,870; live stock, 2,198 and 1,938; coal, 5,268 and 5,034; coke, 
182 and 65; forest products, 7,029 and 6,442; ore, 796 and 410; 
merchandise, L. C. L., 15,622 and 15,874; miscellaneous, 18,343 
and 22,735; total, 1922, 54,828; 1921, 57,368; 1920, 62,315. 

Total, all roads: Grain and grain products, 48,969 and 37,- 
021; live stock, 27,998 and 31,606; coal, 185,151 and 157,554; coke, 
7,844 and 9,522; forest products, 50,204 and 52,774; ore, 4,015 
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and 8,480; merchandise, L. C. L., 218,571 and 190,181; miscee]- 
laneous, 211,134 and 212,580; total, 1922, 758,886; 1921, 699,718. 
1920, 762,680. 


COAL PRODUCTION REPORT 
The Trafic World Washington Bureay 

“Production of coal continues to increase,’ the Geological] 
Survey said in its current weekly coal report. “The total out- 
put of bituminous coal, including a small amount of lignite, dur. 
ing the week ended February 4 is estimated at 9,708,000 net 
tons. In comparison with the week preceding, this was an in- 
crease of 88,000 tons. In comparison with the corresponding 
period a year ago, the increase was 1,576,000 tons. The present 
production is large enough to meet current requiremenis for 
consumption and exports, and at the same time add to the re. 
serve in storage. The latest count of consumers’ stocks showed 
47,000,000 tons on hand, or 16,000,000 tons less than the max- 
imum built up at the end of the war. 

“The following statement, furnished by the American Rail- 
way Association, shows the number of cars of soft coal loaded 
daily. January 30, 32,824; January 31, 30,843; February 1, 
30,202; February 2, 29,771; February 3, 31,784; February 4, 
24,720. 

“Preliminary telegraphic returns indicate that on Monday, 
February 6, 34,000 cars were loded, and on Tuesday, 32,000. The 
total for the two days—66,000 cars—exceeded loadings on the 
corresponding days of the week preceding by more than 2,600 
cars, indicating that production may be expected to increase. 

“A sudden increase in the rail movement to New England 
is suggested by the reports of cars of coal forwarded over the 
Hudson in the week of February 4. In anthracite the increase 
was 1,297 cars, or 74 per cent; in bituminous it was 721 cars, 
or 26 per cent. For the first time in many months the volume 
of the movement compared favorably with that in the corre- 
sponding period of the year before. 

“The movement of soft coal through Hampton Roads in- 
creased perceptibly during the first week in February. A total 
of 269,247 net tons was handled, against 215,151, in the week 
preceding. The tonnage consigned to New England increased 
from 153,777 to 186,677 tons. Exports were nearly double those 
of the preceding week, and totaled 33,480 tons. 

“Final returns indicate that in the month of January there 
was dumped over tidewater piers at the five principal coal 
ports, a total of 2,325,000 net tons of bituminous coal. In com- 
parison with December, this represented a decrease of 120,000 
tons. The coastwise movement to New England, and the bunker 
trade were practically unchanged, but the tonnage for export 
and for local use at the ports decreased. 

“The quantity exported is placed at 141,000 net tons, equiv- 
alent to an annual rate of 1,690,000 tons. How complete is the 
depression in the export trade may be judged from the fact that 
in 1919 exports were 8,292,000 tons; in 1920, nearly 22,000,000, 
and in 1921, 9,633,000 tons.” 


CONTAINERS FOR EXPLOSIVES 


The Trafic World Washington Bureau 


In No. 3666, In the Matter of Regulations for the Transpor- 


tation of Dangerous Articles, the Commission has issued the fol- 
lowing: 





The matter of regulations for the transportation by freight and 
express of dangerous articles being under further consideration, and 
good cause appearing therefor; 

It is ordered that paragraph 6 of shipping container specification 
No. 4 of the aforesaid regulations be, and it is hereby amended to 
read as follows; effective March 1, 1922: 

3. (a) Each cylinder after finishing should be uniformly and 
properly annealed. This may be done after the testing prescribed in 
paragraph 8. Dirt and scale must be removed before painting. , 

(b) Cylinders rejected due to failure in the flattening, physical 
or hydrostatic tests, may be reannealed. The cylinders must, subse- 
quent to this reannealing process, be subjected to and pass all of the 
requirements of the flattening, physical and hydrostatic tests in order 
to be accepted; provided, that when crop ends or rings are author- 
ized for the original flattening tests, the subsequent tests of this char- 
acter shall be made on one cylinder out of each lot of 200 or less. | 

It is further ordered, That F. W. Smith, J. E. Crosland and R. ©. 
Fyfe, agents, publishing the official, southern, and western classifica- 
tions for individual carriers under powers of attorney, are hereby 
authorized to publish these regulations effective on one day’s notice 
to the public and the Interstate Commerce Commission, the title pagé 
of such publications to bear the notation: 

‘“Tssued on one day’s notice, under order of the Interstate Com- 
merce Commission dated February 8, 1922, in Docket 3666.” 


TRANSPORTATION OF FIREWORKS 


The Commission, in a further order on No. 3666, in the mat 
ter of regulations for the transportation of explosives by freight 
and express, has issued revisions of the rules for the trans 
portation of toy torpedoes, carried in section 1501; for the tram* 
portation of special fireworks carried in paragraphs 1634, 1639 
and 1636; paragraphs 25, 26, 27 and 28, of the regulations for 
the transportation of fireworks by express, and authorized the 
three classification publication agents to make them effective 
March 1 on one day’s notice. 
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Ghe FREIGHT TRAFFIC RED BOOK 


“The age of the Traffic Department” 
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Supplement No. 2 
The 1922 Edition 


Now being mailed free of charge 
to all subscribers of this Edition 
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This Supplement 
Contains: 


Z - Cet in Bills ofjLading forms. 
Will an Notice of effective dates of Bills of Lading. 


By ordering today you will get the full benefit of the Changes in Rate Bases. 
| service feature of; your subscription—supplying to 4 1 
]| ou, free of charge, all supplements which may be Procedure of Procuring ns of War Tax on Transportation. 
| iscuzd to cover any changes in any section of the in Li i ishin nts. 

i. woe. oe Changes in List of Tariff Publishing Age 


PRICE $6.00. Money refunded if the book is not entirely satisfactory and is returned in good condition within five days. 











THE TRAFFIC PUBLISHING COMPANY -_ 150 Lafayette Street, New York City 



































Fortnightly 
Sailings 


‘ome NAWSCO LINES 


FAST REGULAR INTERCOASTAL FREIGHT SERVICE 








PORTLAND, ME. | | SAN DIEGO ASTORIA 
BOSTON, MASS. | | LOS ANGELES PORTLAND 
NEW YORK, N. Y. |; and 1 SAN FRANCISCO SEATTLE 
PHILADELPHIA, PA. OAKLAND TACOMA 
BALTIMORE, MD. | | VANCOUVER 





REFRIGERATOR SERVICE 
S. S. Deerfield and Neponset, 11,500 D.W.T., 12 Knots 
Monthly service from NEW YORK, BOSTON and BALTIMORE 


Through Bills-of-Lading to Hawaiian Islands and the Far East 


NORTH ATLANTIC AND WESTERN STEAMSHIP COMPANY 


Owners and Operators U. S. Shipping Board Ships 


136 South Fourth Street, Philadelphia 111 Summer Street, Boston 601 Bessemer Building, Pittsburgh 
36 Exchange Street, Portland 11 Moore Street, New York City 112 West Adams Street, Chicago 
503 Keyser Building, Baltimore 


+ ADMIRAL LINE, Pacific Coast Ports 
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ASKS REARGUMENT IN SLIGO CASE 


The Trafic World Washington Bureau 


Application for reargument in No. 11154, Sligo Iron Company 
vs. Director-General et al., has been made by Director-General 
Davis. Technically the application, prepared by John F. Fin- 
erty, counsel for the Director-General, is an appeal from Division 
1 to the whole Commission, based on the allegation that not 
only did Division 1 violate the interstate commerce law and 
the federal control law, but that the Commission had reopened 
a similar case, Acme Cement Plaster Co. vs. Director-General, 
62 I. C. C. 119, and that Division 3, in Indian Refining Co. vs. 
Director-General, 60 I. C. C. 348, in its original report, held an 
increase in more than one factor was not unreasonable. 

In his application for reargument, before the whole Com- 
mission, Mr. Finerty said: 

“The Sligo decision itself is erroneous and should be re- 
versed for the following reasons: 

“(a) Because Division 1 finds that the so-called combination 
rule, although in fact published only in the tariff of the deliver- 
ing line, was nevertheless applicable to the tariffs of the two 
preceding carriers. 

“(b) Because this finding violates section 10 of the federal 
control act, paragraphs 1, 4, 6 and 7 of section 6 of the inter- 
state commerce act, and rules 3(a), 4(b), 4(h), 5(a) and 5(b) 
of Tariff Circular 18-A. 

. “(c) Because this finding results from the failure of Divi- 
sion 1 to distinguish between what the Director-General may 
have intended or attempted to do, or should have done, and 
what the Director-General actually did. An overcharge could 
only have existed if the Director-General, in fact or in law, 
actually published the combination rule as applicable to all three 
tariffs. If he merely attempted to do so, or intended to do so, 
or even should have done so, but in fact and in law he failed 
to do so, there can be no overcharge, although his failure to so 
publish the combination rule might have resulted in an unrea- 
sonable rate. 

“(d) Because, in fact, it furthermore appears that the 
Director-General neither attempted nor intended to so publish 
the combination rule, nor does Division 1 hold that he should 
have done so. 

“Division 1’s finding that the Director-General intended or 
attempted by freight rate authority No. 10 to apply the so-called 
combination rule to rates on coal is erroneous. Freight rate 
authority No. 10 expressly states that— 


Coal and coke rates are so complicated as to make it impossible 
to use this general rule for them. 


“Division 1, therefore, erred in failing to note that the publi- 
cation of the combination rule by the delivering carrier was a 
violation of, and not in compliance with, freight rate authority 
No. 10, while the nonpublication of it by the two preceding 
carriers was strictly in accordance with that freight rate au- 
thority. 

“Division 1, moreover, does not find, as did the examiner, 
that the through rate charged was unreasonable, but expressly 
finds (p. 644) that there was no attack on the reasonableness 
of any factor of that rate. While it might perhaps be possible, 
under circumstances not present here, to justify the examiner’s 
finding that the failure to publish the combination rule resulted 
in an unreasonable rate, it is impossible to justify the finding 
of Division 1 that the failure to publish the rule resulted in an 
overcharge, since an overcharge could only result from its actual 
publication. 

“(e) Because Division 1 apparently assumes that the vari- 
ous factors of the combination rate were published by supple 
ments to which such a combination rule as that contained in the 
tariff of the delivering line could apply. In fact, the factors of 
the initial and intermediate carriers were specifically published 
rates of $2.80 and $1.70, respectively, which under the terms 
of rule 4(h) of the Commission’s Tariff Circular 18-A could not 
be varied by any rate published in any other tariff. 

“(f) Because Division 1 errs in stating (p. 644): 

* * * the only question being whether the applicable rate should 


not have been constructed by the addition of a single increase to the 
combination of factors in effect June 24, 1918. 


“In order to sustain Division 1’s finding of overcharge, the 
question must be, not whether the rate should have been so con- 
structed, but whether it was so constructed. 

“(g) Because the following statement in the report of Di- 
vision 1 (p. 644) is inaccurate in fact and is fallacious in theory: 


Instances similar to the one here presented have several times 
been brought to our attention informally. These cases include situa- 
tions where the delivering carrier is the only line which publishes the 
equalizing clause and the tariffs of the other carriers partcipating in 
the movement do not publish the clause or refer to any other tarift 
which publishes such a rule. In those cases we have ruled that where 
one of the tariffs used in making the combination rates on through 
shipments contains a rule that such rates will be subject to the 
increase but once, .there is a holding out to the shipper of the rate so 
constructed which the carrier should protect. 


“The above statement is inaccurate in fact, because, as youl 
petitioner is reliably advised, the only consideration given to 
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this question prior to the decision of Division 1 in the Sligo 
case was the following minute adopted by Division 2 in confer. 
ence on January 21, 1920: 


Voted that as at present advised, Division 2 is inclined to the view 
that where one of the tariffs used in. making combination rates on 
through shipments contains a rule that such rates will be subject to 
the increase but once, there is a holding out to the shipper of the rate 
so constructed, and that the carrier should make good that holding out, 


“It will be noted that Division 2 merely states that it jg 
inclined to the view, and that it does not rule as stated above. 


“Moreover, your petitioner is informed that a memorandum 
in opposition to this view was submitted by the then chairman, 
Mr. Commissioner Clark, in which he specifically pointed out 
the impossibility of making such a combination rule applicable 
to the various complicated combination tariffs, unless expressly 
published as a rule applicable to all tariffs. The impossibility 
of applying the combination rule to the complicated coal and 
coke rates, was, it will be noted, the very basis upon which 
freight rate authority No. 10 provided that the rule should not 
apply to rates on coal and coke. The Commission’s attention js 
most respectfully directed to Commissioner Clark’s memorandum. 

“In addition to this inaccuracy in fact, there are two fallacies 
in the above statement. 


“First, there could be no holding out to the shipper of the 
combination rule as applicable to tariffs in which it is not pub- 
lished. Under the decision of the Supreme Court in the Kirby 
case, 225 U. S. 155, and other cases, both the carrier and the 
shipper are conclusively presumed to know the contents of 
published tariffs, and therefore there can be no holding out of 
anything that is not published in those tariffs. 


“The second fallacy is in suggesting that, even assuming 
there could be such a holding out, there could be any question 
as to whether the carrier should protect the rate so constructed. 
On such an assumption, the rate would then be a published rate 
which the carrier must protect, whether reasonable or unrea- 
sonable.” 





AUTHORIZED TO BUY C. M. & G. 
The Trafic World Washington Bureau 


The Commission has authorized the ‘Chicago, Milwaukee & 
St. Paul to acquire control of the Chicago, Milwaukee & Gary 
Railway Co. by purchase of capital stock and to guarantee not 
exceeding $3,000,000 of first mortgage 40-year 5 per cent bonds 
ef the Chicago, Milwaukee & Gary. 


The Gary now has outstanding capital stock of $1,000,000 and 
$5,798,000 of first mortgage bonds, which are held by the St. Louis 
Union Trust Co. as syndicate manager under a contract dated 
June 25, 1913, entitled ‘““Noteholders’ Protective Syndicate Agree- 
ment.” By the terms of that agreement the trust company was 
authorized to sell the securities and has approved the sale there- 
of to the St. Paul. 


Under the agreement with the St. Paul, the trust company 
has agreed to cancel $98,000 of the bonds, leaving $5,700,000 still 
outstanding and to deliver the $5,700,000 of bonds and $1,000, 
000 of stock to the St. Paul. The St. Paul has agreed to gual 
antee $3,000,000 of the bonds and return them to the trust com 
pany. It will retain $2,700,000 of the bonds. The consideration 
for the transfer of the capital stock and the $2,700,000 of bonds 
to the St. Paul, the Commission said, is its guaranty of the 

3,000,000 of bonds which are to be redelivered to the trust com 
pany. In conclusion the Commission said: 


The proposed agreement further provides that the St. Paul — 
operate the property of the Gary, maintaining it in accordance, Wi 
the usual and customary standards, and may retain all of a 
revenues derived from such operation. The income accounts of the 
Gary for the past ten years show a deficit for each year, the ne 
dence being that the road has been unable to secure a sufficient 
volume of through traffic to produce adequate revenues. — This line 
extends from Delmar to Joliet and from Aurora to Rockford, all in 
the state of Illinois, a distance of 108.05 miles. Operation betwart 
Joliet and Aurora is carried on over the tracks of the Elgin, — 
& Eastern R. R. Co., forming a continuous line from Delmar 
Rockford. By our order of Dec. 31, 1921, in Finance Docket a 
1970, we authorized the Gary to construct a line of railroad cme 
ing the lines which it now owns. At Delmar, the Gary connec’ 
with the Terre Haute division of the St. Paul and has othe! + 
nections between Aurora and Rockford, and at Rockford, with — 
parts of the St. Paul system, so that the control of the Gary by its 
St. Paul will enable the latter to handle through traffic between I 
eastern connections and all parts of its system in_ the northy™. 
without passing through the congested switching district of pl 
cago. A considerable part of the traffic will consist of coal —_— 
from the Terre Haute division of the St. Paul to other parts gnon 
system, both for its own use and for commercial purposes. AD 
portant volume of through tonnage, other than coal, is also availa 
from eastern connections. It is predicted by the St. Paul that 
value of this line as an outer belt passing around Chicago. and 3 “A 
waukee will more than justify its assumption of obligation in — 
of the securities of the Gary. The balance sheet of the latter penn’ 
pany as of November, 1921, shows investment in road and equipme re 
of $6,804,204.35. Complete information is not available as - 
value of the physical property, but we are satisfied that the = 
is sufficient to justify the increased fixed charges for which the St 
Paul will become liable. ol of 

We find that the acquisition by the St. Paul of the comet pe 
the Gary by the purchase of all of the outstanding capital stor 
the latter will be in the public interest. 
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MEXICO 


Exporters, Attention! 
Port of Laredo Cleared 


Through the splendid cooperation of the National 
Lines of Mexico, freight congestion, at this port 
has been entirely relieved and we are now pre- 
pared to render service of the highest efficiency. 


Route your merchandise for reforwarding via our 


PACKAGE CARS 


FIVE to SIX DAY SERVICE to MEXICO CITY 













Camphuis & Company, Inc. 


Forwarding Agents 


LAREDO .. . TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


OFFICES: 
Laredo, Texas El Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps. Juarez, Chih. 
Piedras Negras, Coah. Mexico City Monterrey, N. L. 


Write us for full particulars and request 
@ copy of our shipping instructions. 
















ka “Ship by Water’ 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


BETWEEN 


New York, Philadelphia, Baltimore 





Los Angeles, San Francisco 


Portland, Astoria, 
Seattle and Tacoma 


Thru bills of lading issued to San Diego, Oakland, Stockton and 
acramento, California; Hawaiian and Far East Ports; 
Grays Harbor and Puget Sound, Wash. 














For Rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


15 Moore Street, New York 
Telephone, Bowling Green 7394 


Philadelphia, Pa. Pittsburgh, Pa. 
Drexel Building Oliver Building 


And at our Branch Offices in Los Angeles, San Francisco, 
Portland, Seattle and Tacoma 


Baltimore, Md 
39 South Strect . 


THE TRAFFIC WORLD 








San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 


SS ““HOBOKEN’’ 


Pacific—Caribbean— 


Gulf Line 


DIRECT SERVICE 


BETWEEN 
NEW ORLEANS 
GALVESTON 
HOUSTON 
MOBILE 






SS ‘‘RED HOOK’”’ 


SS ““NYANZA”’ . 


SS ‘‘ELDORADO”’ 
SS “NYANZA’’. . From Pacific Coast—Ist half February 


SS “DELCO”... 


Rates quoted, bookings and other information furnished upon 


THE STEELE STEAMSHIP LINES, Incorporated 


GENERAL GULF AGENTS 


630 Common St., New Orleans, La. 


SWAYNE & HOYT, Inc. 
430.Sansome St. 


Steele Bldg. 
Galveston, Texas 


Regular Sailings Every 14 Days 


NEW YORK 


PHILADELPHIA 


BALTIMORE 
NORFOLK 
SAVANNAH 


St. Paul 8476 


Philadel 


ee 66 46 


«6 


San 





Marine Despatch Line 


A-1 FAST STEEL STEAMERS 





JACKSONVILLE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


phia 


139 S. Third St. 
Pittsburgh 


1537 Oliver Building 


Savannah, Ga. 


Savannah Bank & Trust Bldg. 


Los Angeles, Cal. 
427 Van Nuys Bldg. 


1408 L. C. Smith Bldg., Seattle, Wash. 
Room 495 Ellicott Sq. Bldg., Buffalo, N. Y. 


From the Gulf—March 15th 


6é sé ae 






























AND 











66 ‘ce 6é 


2nd half March 
- Early April 
Late April 






















sé “é 


Last half February 








application 













50 Broad St. 
New York City 








Francisco, Calif. 














BETWEEN 


LOS ANGELES 
(San Pedro Dist.) 
“i SAN FRANCISCO 
OAKLAND 
PORTLAND 
SEATTLE 











































New York 
42 Broadway 
Cleveland 
248 The Arcade 
Oakland, Cal. 
Parr Terminal 
Portland, Ore. 
601 Title & Trust Bldg. 



































THE TRAFFIC WORLD 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


4 
LOSS OF OR INJURY TO GOODS 
Question of Intention to Part With Title on Delivery to Carrier 

Held for Jury: 

(Supreme Court of Arkansas.) Where there was evidence 
to justify a finding that, while potatoes were delivered to car- 
rier pursuant to a contract of sale, the parties intended trans- 
portation should be completed and delivery made to consignee 
before the sale was consummated, it was for the jury to deter- 
mine what the intention of the parties was.—Barrett vs. St. 
Louis Southwestern Ry. Co., 235 S. W. Rep. 800. 

Notice of Loss Held Not Required for Transit Claims: 

A stipulation in the bill of lading exempting from the re- 
quirements as to notice of loss claims where the loss was due 
to delay or damage in transit relieves a shipper from the neces- 
sity of giving notice of claimed damage to a shipment of pota- 
toes after delivery to the carrier and before delivery to con- 
signee.—Ibid. 

Evidence Held to Raise Jury Question Whether Potatoes Were 

Injured While in Carrier’s Hands: 

Evidence of the condition of a shipment of potatoes when 
delivered by the carrier to the consignee held to raise a ques- 
tion for the jury whether the shipment was injured during 
transportation, notwithstanding an indorsement on the bill of 
lading on receipt of the goods for the consignee in good con- 
dition, signed by one whom the evidence did not show was 
authorized to act for the consignee.—lIbid. 

Action for Short Delivery Held Barred by Limitation in Bills 
of Lading. 

(Circuit Court of Appeals, Fifth Circuit.) An action by 
the holder of bills of lading for cotton, issued by the Director 
General of Railroads, for short delivery, held barred by the 
provision in the bills requiring suits for loss, damage, or delay 
to be brought within two years and one day after delivery or, 
in case of failure to make delivery, within two years and one 
day after a reasonable time for delivery has elapsed.—Leigh 
Ellis & Co. vs. Davis, Agent, 276 F. Rep. 400. 


CARRIAGE OF LIVE STOCK 


Holding Sheep in Cars Overnight and Forwarding on First 

Regular Train Not Negligence as Matter of Law: 

(Court of Civil Appeals of Texas. Amarillo.) It cannot be 
said, as a matter of law, that a carrier was not negligent in 
keeping sheep in cars overnight and forwarding them on the 
first regular train leaving after they were loaded:—Panhandle 
& S. F. Ry. Co. vs. Mayhugh, 235 S. W. Rep. 915. On motion 
for rehearing. 

Evidence Held to Warrant Finding That Employes of One Rail- 
road Were Agents of Another in Loading Sheep: 

In an action against a carrier for delay in loading and 
shipping sheep, which were loaded on the cars by employes of 
another railroad who used the same yards and pens, evidence 
held sufficient to sustain a presumed finding by the trial judge 
that the relation of principal and agent existed between defend- 
ant carrier and the employes of the other railroad; the issue 
not having been submitted to the jury.—Ibid. 

DELAY IN TRANSPORTATION OR DELIVERY 


Carrier Liable for Delay Due to Strike, if It Does Not Use 
Reasonable Diligence to Supply Places of Striking Em- 
ployes. 

(Court of Civil Appeals of Texas. Amarillo.) Where the 
employes suddenly abandon a carrier’s service, and, while offer- 
ing no violence and causing no forcible obstruction to its busi- 
ness, simply refuse to work or further discharge their duties, 
for any delay in a shipment of cattle consequent thereon the 
carrier is liable, if it fails to use reasonable diligence in sup- 
plying the places of the striking employes.—Panhandle & S. F. 
Ry. Co. et al. vs. Thompson, 235 S. W. Rep. 913. 

Whether Reasonable Diligence Was Used in Supplying Substi- 
tutes for Strikers Held for Jury: 

In action for damages occasioned by delay in shipment of 
cattle, whether defendant carrier exercised ordinary care and 
diligence to supply substitutes for striking employes held for 
the jury.—Ibid. 

Treatment of Stock After Negligent Unloading and Delay Im- 
material as to Application of General Rule as to Damages 
for Delay: 

Where carrier was negligent in unloading and delaying a 
shipment of cattle at a certain point until its freight traffic, 
interrupted by a strike, could be resumed to their destination, 
treatment of the cattle at such point becomes immaterial, and 


the general rule as to the measure of damages for the delay 


applies.—Ibid. 


Vol. XXIX, No, 7 


Improper Argument Held Not Prejudicial. 

Carrier in action for negligent delay in shipment of cattle 
cannot complain of improper argument on the part of plain. 
tiff’s counsel, where the jury was instructed not to consider it, 
and its verdict was in the exact amount which the evidence 
shows to have been the damages sustained.—Ibid. 

On Motion for Rehearing 
Judgment Awarding Damages for Negligent Delay in Shipment 
of Cattle Held Supported. 

A finding of the jury that carrier did not transport cattle 
within reasonable time supported judgment for shipper on the 
issue as to whether carrier had used reasonable diligence jp 
supplying the places of striking employes, which issue was not 
submitted.—lIbid. — 


ra ame 


Miscellaneous Decisions | 
Traffic Cases Recently Decided by State and Federal Courts | 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


Power to Regulate Embraces Instrumentalities, Agencies, and 
Means by Which Carried On: 

(Court of Civil Appeals of Texas, El Paso.) The power to 
regulate interstate commerce extends and applies, not only to 
commerce itself, but embraces all the instrumentalities, agencies 
and means by which such commerce is carried on.—Payne, Di- 
rector-General of Railroads, et al. vs. Bassett, 235 S. W. Rep. 917. 
Congressional Committee’s Report May Be Looked to in Con. 

Struing Statute: 

In considering the importance and necessity of fixed rates 
for interstate transportation as respects liability of a carrier for 
loss of goods for which no rate has been filed or published, the 
court may look to the report of a committee of Congress in 
recommending a bill amending the interstate commerce act.— 
Ibid. 

Provision of Tariff and Bill of Lading Against Transportation 
of Certain Articles and as to Limitation of Liability There. 
for Not Contrary to Statute: 

A provision in a carrier’s tariff of rates as filed, published 
and approved by the Interstate Commerce Commission that cer: 
tain articles, including precious metals or articles manufactured 
therefrom, will not be accepted for shipment and a provision 
of such carrier’s bill of lading, providing that articles not spe 
cifically rated would not be carried, and that the carrier would 
not be liable therefor unless a special agreement and stipulated 
value was indorsed thereon, though amounting to rules and 
regulations, are not forbidden by the Carmack amendment to 
the interstate commerce act as amended by act March 4, 1915, 
and act August 9, 1916 (U. S. Comp. St., sec. 8592, 8604a), making 
interstate carriers liable for loss, damage, or injury, and pro- 
hibiting contracts, receipts, rules, or regulations, etc., exempting 
carriers from such liability, especially in view of the further 
provision of that amendment that it should not apply to property 
concerning which the carrier should be expressly authorized or 
required by the Interstate Commerce Commission to maintain 
rates dependent on declared value.—lIbid. 

Not Authorized to Receive Goods for Which No Rate Is Fixed, 
Filed, or Published: 

Under U. S. Comp. St., sec. 8569, par. 7, providing that no 
carrier shall engage in the transportation of passengers or prop 
erty unless its rates, fares and charges have been filed and 
published in accordance therewith, where a carrier had made 
no rate for the transportation of solid silverware, and hence 
none had been filed or published, it was not authorized to recelve 
such property for shipment by freight.—Ibid. 

Not Liable for Loss of Property for Which No Rate Was Filed 
or Published: 
As a contract for the transportation by an interstate carrier 

of solid silverware for which no rate had been ‘made, filed 0 

published was unlawful and illegal under U. S. Comp. St., see. 

8569, par. 7, the carrier was not liable for the loss of such 

property.— Ibid. 

Statute as to Liability Does Not Apply to Property Which Carrier 
Is Not Authorized to Transport: ; 
U. S. Comp. St., sec. 8604a, making interstate carriers liable 

for loss, damage or injury to property, applies only to property 
lawfully received for transportation, and not to property received 
for transportation in violation of section 8569, par. 7, forbidding 
the transportation of property unless the rates, fares and charges 
have been filed and published.—Ibid. : 

Recovery May Be Had for Property Received for Transportation 
in Violation of Law: , 
A contract by an interstate carrier for the transportation ol 

property, such as solid silverware, for which no rate has been 

made, filed or published, though unlawful, is not immoral, and, 
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Jos. Stockton Transfer Co. 


Teaming of Every Description—City Delivery Service and Carioad 
Distributors 











THE TRAFFIC WORLD 


CHICAGO ROCHESTER, NEW YORK 


General Storage Carload Distribution 
Members American Warehousemen’s Association and American Chain of Warehouses 


B. R. & P. WAREHOUSE, Inc. 







1020 South Canali Street, near Taylor Street 


: 625 Third S 
San Francisco Warehouse Co., san Yrancieco, California 


We make a specialty of distributing pool car shipments and warehousing merchandise of 
every description at San Francisco. 


Write us with reference to your San Francisco business. 





CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. New York Offices, 90 West St., New York 


R. R. G@OVIN, President, 90 West Street, New York. E. A. FALL, Freight and Traffic Manager, 90 West Street, New Yor 

R. D. UPHAM, First Vice President, 90 West Street, New York. 5. 7 5 DRANE Y, Assistant Freight and Traffic Manager, 90 West Direst, New 

0. E. THURBER, Second Vice-President, 90 oa Street, New York. 

GeO. K. LOWELL, u's _ President, in charge of Operation and Traffic, 5. GOOKMAN BOYD, General Counsel, Builders’ Exchange Bidg., Baltimore, 
reet, New Yor 

WN. B. HERSLOFF, Treasurer, 90 West Street, New ee, Cc. An KELLEY, General Auditor, 90 West Street, New York. 

@. W. S. WHITNEY, Secretary, 90 West Street, New Yor' CONNOR, Superintendent, Wagners Point, Baltimore, Md. 


J. 
THOMAS KEARNY, General Solicitor, 90" West Street, New York. 


EXTENDS FROM WAGNERS POINT TO CURTIS BAY 


an bey ay & - = oe ieee a ae its Rye at deep water, Baltimore, Md., is in a position to receive all foreign freight destined to interior 
and to e care of outgoing freig! ‘or foreign countr 
ase This company maintains a high standard of service in the handling of shipments to and from the industries located on its line. The territory covered by this railroad 
offers superior sites for the location of industries of every description. Firms, individuals and corporations contemplating the location of business enterprises are invited to 
sorrespond with Samuel J. Nathan, 90 West Street, New York City. Maps and full information concerning available property will be promptly furnished. 

Mileage at present operated, 7 miles; additional under construction. 

Lighterage connection with all coastwise lines out of Baltimore for seaboard ports. 

Exceptional location for plants desiring tidewater delivery 

CONNECTIONS—At Clinton Street with the Ponneyivania: Railroad via float at Wagners Point, & C. B. B. to Curtis Bay. At Port Covington with the Western 

Maryland via float to Wagners Point, C. & C. B. B. B. to Curtis Bay. With the Baltimore & Onie Sewaii Branch at Wagners Point. Through connections via these 
routes to all points Bast, West, North and South. Industries located on our line have the advantage of flat Baltimore rate. 





Ship Through the 


Port of Los Angeles 


48 Steamship Services Reaching Over 100 World Ports 
LIST OF DIRECT PORT CONNECTIONS 


A Harbor Made to Order 


Los Angeles has expended $8,000,000 on waterfront improvements and has 
voted an additional $4,500,000 for further improvements. 


The United States Government has expended approximately $6,000,000 on 
the breakwater for the outer harbor, jetty work and dredging in the inner har- 
bor, and has appropriated $984,300 for other improvements. 


Los Angeles harbor has nearly 40,000 feet of wharves, of which more than 
13,000 feet are owned by the City of Los Angeles. 


The City owns and operates five transit sheds having a uniform width of 
100 feet and a combined length of 4,430 feet. 


Ships can enter Los Angeles harbor from the open sea with safety in all 
seasons of the year and in any weather. 


Write for Illustrated Book, Port Maps and Harbor Information 


Board of Harbor Commissioners 


EDGAR McKEE, President 
SUITE 33, CITY HALL, LOS ANGELES, U. S. A. 




























400 


while there can be no recovery upon the contract of transporta- 
tion, liability may be established independent of the contract if 
the facts bring the case within the rule authorizing relief to 


a person parting with property or money on the faith of an 
unlawful contract.—Ibid. 





Questions and Answers 


- 

In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 

} of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
oblems. We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
Private service by the payment of a reasonable fee. The right is re 
served to refuse to answer in this department any question. legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated 
Address Questions and Answers Department, 

Traffic Service Corporation, Colorado Building, Washington, D.C. 

* 


——— 
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Delay in Transit 


New York.—Question: Claim for damages was made against 
an intermediate carrier on account of a car of anthracite coal 
being held at an intermediate point for several weeks (ac- 
count of consignee unknown), regardless of the fact*that waybill 
plainly specified name of consignee and final destination. 

Owing to the long unnecessary delay in transit, consignee 
was compelled to obtain supplies locally and could not accom- 
modate shipment upon arrival, consequently, the shipper had 
to dispose of the coal at destination at the best price obtain- 
able, in order to stop demurrage charges. This sale resulted 
in a loss of 50 cents per ton. 

In view of the fact that there was no error in waybill in- 
structions, please advise if our claim for recovery of demurrage 
charges and loss of 50 cents per ton for value of coal is legiti- 
mate. 

Answer: A carrier is liable in damages for delay to freight 
for the difference between the market price at destination at 
time-the shipment arrives and at the time it should have ar- 
rived in the usual course of transportation. 

The bill of lading and not the waybill for the freight con- 
stitutes the contract of shipment and ordinarily governs the 
rights and liabilities of the parties. However, if it can be 
shown that the carrier had such knowledge as should have 
enabled it to make delivery of the shipment without delay, we 
are of the opinion that a refund of the demurrage collected may 


be secured and damages had for delay in transit to the ship- 
ment. 

























































































Damages—Measure of 


Pennsylvania.—Question: We sell f. 0. b. factory. Invoices 
to our jobbers bill the goods at list prices less 20 per cent 
jobbers’ discount. One of our jobbers asks us to bill him at 
list and then issue a separate credit memorandum in his favor 
for the regular jobbing discount of 20 per cent. His reason for 
this request is that when he has claims against the carriers he 
can submit copies of the invoices at list without showing any 
discount. In this way he feels that he will not lose his profit, 
whereas he does lose it when the carriers compel him to deduct, 
the 20 per cent discount. What is your opinion? Has the 
Interstate Commerce Commission ruled that claimant may prop- 
erly include in the claim the profit which he would have enjoyed 
if the shipment had reached destination in perfect condition? 
Does the market value at time of delivery mean the list price 
of the goods or does it mean the list price less discount? 

Answer: The measure of damages for loss or damage to 
freight, as the Supreme Court stated in the McCaull-Dinsmore 
case, 253 U. S. 97, is the actual loss caused by the breach of 
the contract of carriage. 

If there is an established market price at destination for 
the goods in the quantity which the claim covers, this value 
should be used; otherwise, the fair and reasonable value of the 
goods, evidence of which is the invoice price, plus the freight 
charges to destination, is the proper basis for the claim. The 
retail price at destination is not the proper basis for the claim, 
for this value includes not only the first cost of the goods, but 
store rent, clerk hire, insurance and a percentage of profit, 
which are not actually a part of the loss. The replacement 
value or cost, which, it is true, might in some instances be 
the retail price at destination, but not in the event the goods 
in question or goods of a like character, could be procured, at 
or about the price at which the goods had been invoiced to the 
jobber, as is possible in most instances, is the proper measure 
of his damages. 

The invoice price, plus freight charges, will, in the ma- 
jority of cases, make the owner of the goods whole, therefore, 
that value, which can be ascertained without difficulty, will be 
and is, used in many, if not the majority of instances, as being 
the practicable way to secure voluntary settlement of a claim. 
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This invoice price, if used, should be the net invoice price 
to the jobber and not the list price, as the former represents 
the actual loss of the jobber, that is, his replacement cost. 

The Interstate Commerce Commission has made no ruling 
on this question, as the jurisdiction of the Commission does no} 
extend to claims for loss or damage, a court of law only having 
cognizance of such claims. The Commission has, it is true, ip 
its bill of lading opinion and in its opinions covering the Cum. 
mins amendment, stated what provisions might, in its opinion, 
be carried in the bill of lading regarding the measure of dap. 
ages, but the Commission, if it undertakes to determine what 
provisions may be carried in the bill of lading, must confine its 
holdings to stating what the courts have found the law to be 
and not what the law is or should be. As you will observe, the 
present bill of lading contains no provision relating to the 
measure of damages. 


Damages—Nominal Damages Only Recoverable for Breach of 
Contract Not Resulting in Actual Damages 


llinois.—Question: On December 6, 1920, we made a ship. 
ment to a consignee located at Dover, N. J., from our factory 
at Evansville, Ind. The invoice value of the shipment was 
$113.25 and consisted of a dining room suite, viz., table, buffet 
and china closet. Shipment arrived at destination on or about 
December 23, 1920, in a very much damaged condition and our 
customer reported that the damage was of such a nature that 
it would be impossible for him to make the necessary repairs. 
Shipment was subsequently returned to us at Chicago, Ill. on 
February 19, 1921, by the freight claim department of the rail- 
road against whom our claim was filed. 

In the meantime the market value of the merchandise had 
dropped from $113.25 to $92.95, causing us a loss of $20.30 
chargeable to the carrier by the fact that this shipment was 
not delivered to the consignee in perfect condition on the out- 
bound move. We were subsequently successful in prevailing 
upon our customer to accept a duplicate shipment, but the car- 
rier, while admitting that they are liable for the actual loss, 
have paid only the transportation charges and repairs and in- 
sist that they are not liable for the drop in the market of the 
merchandise, due to the fact that we were successful in making 
a duplicate shipment to the consignee. 

Answer: A rule of damages is that only nominal damages 
may be recovered for a breach of contract, which breach does 
not result in an actual loss to the shipper. That is, only such 
loss aS was caused by the carrier’s negligence can be recovered. 

If the actual facts in the case are known to the carrier, we 
see no reason why they could not be submitted to a jury, in 
the event suit were filed, and are of the opinion that damages 
beyond a nominal sum for the breach of contract, could not 
be recovered, unless the shipper could prove that he was actually 
injured by the carrier’s negligence in the amount claimed. 

Liability of Carrier for Diverting Traffic 

Indiana.—Question: Please advise whether there is any 
ruling by the Interstate Commerce Commission whereby one 
carrier may claim against another carrier for loss of revenue 
occasioned by diverting of traffic that is routed over its line by 
shippers. : 

Answer: Subdivision 9 of section 15 of the interstate com- 
merce act reads as follows: ; 

“Whenever property is diverted or delivered by one carrier 
to another carrier contrary to routing instructions in the bill 
of lading, unless such diversion or delivery is in compliance 
with a lawful order, rule or regulation of the Commission, such 
carriers shall, in a suit or action in any court of competent 
jurisdiction, be jointly and severally liable to the carrier thus 
deprived of its right to particpate in the haul of the property, 
for the total amount of the rate or charge it would have re 
ceived had it participated in the haul of the property. The 
carrier to which the property is thus diverted shall not be liable 
in such suit or action if it can show, the burden of proof being 
upon it, that before carrying the property it had no notice, by 
bill of lading, waybill or otherwise, of the routing instructions. 
In any judgment which may be rendered the plaintiff shall be 
allowed to recover against the defendant a reasonable attorney § 
fee to be taxed in the case. 

Notice of Claim—Necessity of Filing , 

Virginia—Question: In your issue of January 28, pase 232, 
your answer to “Arkansas” concerning the notice of claim, has 
attracted my attention, and stimulated the thought that 
haps you have overlooked a provision of section*20 of the ac 
as amended March 4, 1914, as follows: “That if the 10s5, - 
age, or injury complained of was due to delay or damage while 
being loaded or unloaded, or damaged in transit by orserenggenee 
or negligence, then no notice of claim nor filing of claim sha 
be required as condition precedent to recovery.” adi 

I judge from the statement of the case that the rug wh 
was shipped from Boston to Arkansas, and was not ——— 
that the failure of delivery was due to carelessness or negligen* 
of the carrier. I cannot understand that it did arise from ved 
other cause. If this be so, then is not the carrier liable un 
section quoted above? Octo: 

Answer: In our answer to “Ohio” on page 838 of the c 
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Airplane view of Galveston harbor and port facilities, showing slip system of docks, waterfront tracks 
and other transportation advantages. 


The Best Port Service 


Car detention and turn around of ships are good proof of the dispatch of a port, 
and these figures are lower at Galveston than at any other port in the United States. 
There is a very good reason why 


The Port of Galveston 


leads in this respect. The best of facilities operated by men who know the meaning 
of the word “co-ordination,” supplement our excellent railroad and steamship service 
and this means the highest form of freight dispatch for shippers using this port. 





Our new Port Book will be off the press soon—get your name on our mailing 
list for a copy. 


GALVESTON COMMERCIAL ASSOCIATION 


Galveston, Texas 
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ber 22, 1921, issue of The Traffic World, we discussed the pro- 
vision of the bill of lading referred to by you. As we stated 
therein, it has uniformly been held in the past that the failure 
to file a claim or notice thereof is a defense which the carrier 
may plead in an action for damages. We referred in our an- 
swer to the case of Hailey vs. O. S. L., 253 Fed. 569, and drew 
attention to the manner in which the court had limited the 
right of the shipper to rely upon this provision. However, in 
a very recent case, namely, Barrett vs. St. L. S. W. Ry. Co., 235 
S. W. 800, decided by the Supreme Court of Arkansas and re- 
ported in the February 1, 1922, Weekly Advance Sheets of the 
Southwestern Reporter, it was held without qualification that 
the stipulation in the bill of lading referred to relieves a shipper 
from the necessity of giving notice’ as to what are generally 
known as transit claims. In this.case the court said: ‘“It is 
next contended that appellant should not be permitted to re- 
cover because, according to the undisputed evidence, notice of 
the loss was not given in compliance with the stipulation in the 
bill of lading. According to the language of the stipulation, 
there is an exception in the requirement for notice ‘where .the 
loss, damage, or injury complained of is due to delay or damage 
while being loaded or unloaded, or damaged in transit by care- 
lessness or negligence. It is seen from the language of this stipu- 
lation that ~what.is:generally known as transit claims are ex- 
empted from :the. requirements as to notice. Appellant’s claim 
in this instance falls within that class, and, therefore, notice 
was not required.” 


Damages—Measure of for Injury to Goods 

Indiana.—Question: Some time during the month of Sep- 
tember, 1921, we shipped a carload of pianos, harnessed. 

Upon arrival of this shipment at destination, eight of the 
pianos were loose in the car, due to the rough handling by the 
railroad company. After considerable correspondence, we al- 
lowed the consignee $320 to take care of the damage of these 
pianos. On account of the nature of the damage, it was im- 
possible for consignee to make the pianos look like new instru- 
ments, and therefore had to sell these pianos cheaper, the $320 
protecting him in this. The railroad now refuses to allow the 
entire item, claiming that it is not their actual liability. The 
damage that the railroad company did in this instance cost us 
$320 and we cannot see why we should not be reimbursed. We 
had telegraph charges of $3.20 in connection with this damage. 
Can the railroad company be held liable for this amount? 


Answer: Where goods intrusted to a carrier for shipment 
are injured through causes for which the carrier is responsible, 
the owner of the goods is entitled -to recover the difference 
between the value of the goods at the time and place of de- 
livery in an uninjured condition and their value in the depre- 
ciated condition in which they were delivered, less the freight 
charges to the point of destination if they have not already been 
paid. 

If the amount allowed your customer equals an amount ar- 
‘rived at under the rule given above, the carrier should pay your 
claim. However, the carrier is not liable for an arbitrary 
amount agreed upon between you and your gustomer, if this 
amount exceeds the actual difference in the value of the goods 
in the condition in which delivered and their value in good 
condition. Presumably, however, the $320 represents this dif- 
ference as near as it can be ascertained. 


Demurrage—Waiver of, When Caused by Consignee’s Efforts to 
Mitigate Damages 

New York.—Question: We filed a claim against a railroad 
for damage to a carload of cement, and included therein -was 
an item of $18 for demurrage. The carrier in adjusting the 
claim deducted the item of demurrage, which they say is not 
refundable. Their contention is that the detention was due to 
consignee’s failure to accept shipment. 

The facts are that shipment was tendered to consignees in 
an extremely damaged condition. A great number of the bags 
had been torn and otherwise damaged and the contents scat- 
tered all over the car. It was necessary for consignees to 
procure a supply of special bags so that the contents could be 
gathered up from the car, reconditioned, and put in merchantable 
condition. 

We are informed by consignees that they did not refuse the 
shipment at any time, but that the demurrage accrued by reason 
of their being physically unable to take delivery within the 
usual time limit. Will you kindly let us know if we have any 
grounds for insisting on refund of the demurrage? 

Answer: We doubt very much whether it was the duty of 
the consignee to go to the trouble he did go to, in order to miti- 
gate the damage. assuming that it was caused by the carrier’s 
negligence and not to defective packing of the shipment, and 
therefore do not believe that the Commission would hold that 
the demurrage should be waived. 


VALUATION OF S. L. & L. A. RAILWAY 
The Commission has fixed the tentative valuation of the 
Salt Lake & Los Angeles Railway Co., as of June 30, 1916, at 


$315,391; and of the Minneapolis Western Railway Co.. as of 
June 30, 1916, at $712,592. 
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TRAIN CONTROL DEVICES 


The Trafic World Washington Bureay 


The Commission has taken cognizance of advertisements giy. 
ing the impression that 49 railroads have been required to in; 
stall particular automatic train control devices under the order 
recently issued requiring the roads to show cause why an order 
requiring them to install train control devices should not be ep. 
tered. In a statement issued February 15 it said: 

“It has come to the Commission’s notice that parties jp. 
terested in particular devices, by advertisements and other rep. 
resentations in stock-selling activities, are giving the impression 
to the public that the Commission approved, and ordered carriers 
to install, their particular devices. 

“The Commission desires it to be understood that its order 
does not prescribe, prefer, or indorse any particular device or type 
to be used by any carrier. The only requirement is that insta]. 
lation shall pass certain technical specifications and requirements 
which have been found to be necessary for the successful oper. 
ation of devices of this character. These are so broad as to af. 
ford the desired freest field of opportunity for inventors and for 
trying out all automatic train control and train stop devices,” 


TENTATIVE VALUATION C. & E.L 


The Trafic World Washington Bureay 


The Commission has issued and served a tentative valuation 
on the property of the Chicago & Eastern Illinois Railroad Com. 
pany as of June 30, 1915. It found that the value of the prop- 
erty wholly owned and used by the company for common carrier 
purposes was $64,612,109; that the company owns but does not 
use property valued at $1,470,000, and that it uses but does not 
own property valued at $4,594,644, making the total value of 
used property $69,206,753 and the total of owned property, $66- 
082,109. 

The Commission found that the main line mileage of the 
road aggregated 736.71 miles, and the branch line mileage, 276.16 
miles, making a total road mileage of 1,012.87 miles. In addition 
it found the company has 192.01 miles of second main line 
track and 20.21 miles of third main line track, and yard tracks 
and sidings of 632.51 miles, making the total owned mileage, 
1,857.60 miles. 

The report showed that the company has an entire capi- 
talization of $96,975,000, made up of $13,626,100 of common stock: 
$12,192,100 of preferred stock; and $71,157,000 of long-term debt. 
Of the total capitalization, $9,806,850 is held by or for the com- 
pany, and $87,181,902.21 is outstanding. 

The Commission stated the cost of reproduction new of the 
wholly owned and used property to be $70,604,950, and the cost 
of reproduction less depreciation, $53,287,735. 


N. H. H. & M. V. CONSTRUCTION 
The Trafic World Washington Bureau 


The Commission has authorized the New Holland, Higgins- 
port & Mt. Vernon Railroad Co. to consiruct a line of railroad, 
from Wenona to New Holland, N. C., a distance of 35 miles. The 
line will make connection with the Norfolk Southern at Wenona. 
It was projected in 1919 by the North Carolina Farms Co. but 
no actual construciion was undertaken prior to the effective date 
of the Commission’s jurisdiction. The farms company has prac: 
tically completed the road, however, and the applicant was oI- 
ganized to take over and operate the property. Expenditures on 
the property chargeable to capital account were $908,249.24 up to 
December 1, 1921, and the applicant stated that the remaining 
expense incident to completion of the line will be small. The 
line was built to serve a territory of about 400,000 acres of which 
75,000 acres are now under cultivation. The region lies very low, 
the report stated, parts of it being below sea level. Several land 
companies are reclaiming and selling land in the region tributary 
to the line, all of which is now remote from rail transportation 
and without convenient water transportation, the Commission 
said. The order permits the company to retain excess earnings 
for a period of 10 years under the provisions of section 15a. The 
order provides also that the line shall be completed on or before 
April 1, 1922. 

VALUATION L. S. & I. 

In a tentative valuation report on the property of the Lake 
Superior & Ishpeming Railway Co., as of June 30, 1916, the Com- 
mission has found the property wholly owned and used to be 
worth $4,902,156, and used but not owned, $1,222. The road 
embraces 70.608 miles of all tracks owned, the total length of the 
main line and branch being 33.212 miles, and of yard and sid? 
iracks, 37.396 miles. The report stated that the carrier ha 
issued a total of $2,201,000 in stock and long-term debt, all yo 
standing on date of valuation, of which $1,000,000 was in capita 
stock and the remainder in funded debt. 


LOAN TO C. & N. E. RAILWAY a 

The Commission has granted a loan of $125,000 to the = 

& Northeastern Railway Co, to aid the carrier in paying 4 tota 
of $309,259.47 in short term notes. 
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10 Hanover Square, New York 
503 So. Spring St., Alexandria Hotel Bldg., Los Angeles 


“The Sunshine Belt to the Orient” 


For rates and other information apply-to any railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP CO. 
508 California St., San Francisco 
10 Hanover Square, N. Y. 
503 So. Spring St., Alexandria Hotel Bldg., Los Angeles 
Managing Agents: U. S. Shipping Board 
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508 California St., San Francisco 










ROUTE YOUR CARGO VIA 


Mobile-Gulfport:Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 


x z From Gulfport Feb. 2nd 
a oe From Mobile Feb. 6th 


Due Pensacola Feb. 10th 
Due Mobile Feb. 14th 


{ Late Feb.-early Mar. Loading Mobile 
land (or) Pensacola and (or) Gulfport 


BREMEN 
Due Mobile Jan. 31st 
BREMEN AND HAMBURG 
Due Mobile late Feb. 
AVONMOUTH AND CARDIFF 


{ Due Pensacola Feb. 10th 
. Due Mobile Feb. 14th 


ABERDEEN 
Due Mobile Jan. 31st 
Late February, early March 


LONDON AND HULL 
{Due Feb. 10th-15th. Loading Gulfport 
land (or) Mobile and (or) Pensacola. 
Late February ' 


Waterman Steamship Corporation 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 


AFOUNDRIA 


ABERCOS 


MAIDEN CREEK 
A-1 STEAMER 












* wo * | 
altic Scandinavian 
FAST FREIGHT SERVICE 

Copenhagen, a Reval and 


Helsingfors 
Other Baltic-Scandinavian Ports as Cargo Offers 


U.S. S. B. A-1 Steel Steamers Carrying U.S. Mail 


FROM NEW YORK 
S.S. Eastport . . February 25th 
(Now Receiving Pier 22, Brooklyn) 
Through Bills of Lading to all Baltic and Scandinavian Ports 


When shipping to Baltic-Scandinavian Ports specify 


GUSQUEHANNA 


Steamship Company, Inc. 
2 Stone Street (Phone Bowiing Green 2953-8) New York City 


S. L. BURGESS & CO., Agents 
928 Lafayette Bldg. (Phone Lombard 2972) Philadelphia, Pa. 
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FREIGHT OVERCHARGE CLAIMS 
Editor The Traffic World: 

The writer has read with much interest the letter in your 
issue February 4, by Silas H. Campbell, chief clerk of the Maine 
Central, Portland Maine, regarding overcharge claims. Mr. 
Campbell has evidently given overcharge claims a great deal of 
study and his article contains some very valuable information. 

However, the writer’s experience with overcharge claims has 
been, that carriers’ agents are very negligent in assessing 
freight charges and oftentimes do not even revise a freight bill 
before presenting to consignee for payment. 

We file a great many overcharge claims, ninety per cent of 
which are due to errors in billing in the various Chicago rail- 
road stations. All of our freight is prepaid and when proper 
amount is not shown on the waybill, shipment invariably goes to 
destination with a balance due. Inasmuch as we sell f. o. b. des- 
tination, we naturally have to allow our customer the amount 
of freight charges he is forced to pay for delivery of the ship- 
ment. This makes an overcharge claim. 

If bill clerks, local agents and station agents in small sta- 
tions, would exercise more care in the billing of inbound and 
outbound freight, a great many overcharge claims could be 
eliminated. 

Mr. Campbell seems to take the shipper’s side, instructing 
the shipper what to do instead of making a fifty-fifty proposition 
and take into consideration the carrier’s obligation, so far as 
the billing of freight is concerned. 

A. C. H. Stephens, Traffic Manager, 


Calumet Baking Powder Co. 
Chicago, Ill., Feb. 10, 1922. 


MISQUOTATION OF RATES 
Editor The Traffic World: 

I have read with a great deal of interest the many letters in 
the Open Forum having reference to misquotation of rates. 

Many ideas have been expressed as to the proper method of 
handling this evil but as yet, nothing practical. 

I do not attempt to express my opinion as to the manner 
in which this matter should be handled nor to advise a cure. I 
am of the opinion, however, that if the parties making requests 
of various railroad quotation clerks for rates were explicit in 
every case, giving the clerk proper information and time, the 
number of errors would be greatly diminished. 

Any number of times, parties making requests for rates 
telephone to the quotation clerks and insist on getting the rate 
at once, and are often very impatient because they do not get as 
prompt answers as they wish. Any one who knows rates knows 
that it sometimes takes the best rate men several minutes to 
look up complicated rates, and in a case where the inquiring 
party seems in a hurry the clerk will in some cases quote the 
first rate he is able to find, not taking time to look up other com- 
binations or rates. 

Personally, I do not believe in penalties for misquotation of 
rates, whether the parties injured are given the amount of the 
penalty or whether this penalty goes to the government. 

To my mind J. C. Sloss, of Moorestown, N. J., in his letter of 
January 25, has struck the keynote when he said: “It would 
be a substantial contribution to the equipment of a great many 
industrial concerns if they could see their way clear to engage 
the services of competent traffic managers.” 

In many cases it would not be necessary for a traffic man- 
ager to devote his entire time to traffic work. If he is a good 
man there are a number of places in large offices that he could 
fill in addition to his traffic work. Industrial traffic managers 
in the majority of cases have only a few different articles to 
classify and rate, while the quotation clerk has the entire classt- 
fication and every tariff applicable to his territory and is much 
more apt to make mistakes in quoting rates. 

Every shipper who ships large quantities of goods should 
have in his organization some man who is familiar with rates 
and who can intelligently class and rate goods peculiar to his 
business, and not depend entirely on the railroads for rate quo- 
tations. This would eliminate a number of erroneous rate quo 
tations and any good traffic man could certainly more than make 
his salary. 

H. A. Manning, Traffic Manager, 


Atlanta Paper Company. 
Atlanta, Ga., February 8, 1922. 


Editor The Traffic World: 

I have followed with interest your Open Forum column re 
garding misquotation of rates, and would like to ask why the 
railroads should not be responsible for their quotations. ‘When 
a shipper quotes a price on a delivered basis he naturally re. 
lies on the railroad to give him the correct freight rate to des. 
tination. Now, if he finds after making shipment that the rate 
is higher than he is quoted, there is going to be a loss to him, 
as the consignee merely pays the freight bill when presented 
and deducts same from the invoice, and the consignor has to 
stand the overcharges. For this reason, I believe the carrier 
should stand the loss incurred by the misquotation. I do not 
think it would be proper to have them fined by the Commission 
and to have such fine go to the government, as the shipper gains 
nothing by this. 

I noticed in one article the party claimed this would lead 
to inside work between a rate clerk and a traffic clerk. This 
would be impossible, as the burden of proof of loss is on the 
shipper, to show that he actually shipped the goods at the rate 
quoted and sustained a loss by the misquotation. 

I believe this is the fairest way for both sides in settling 
a matter of this kind. 

Thomas Dudley, Traffic Manager, 


Atterbury & McKelvey. 
New York, N. Y., February 8, 1922. 


REFUND OF WAR TAX 
Editor The Traffic World: 

I refer to article printed in your February 4th number by 
Mr. C. J. Olson, traffic manager for the W. M. Dutton & Sons 
Co. of Hastings, Neb., relative to the recent cancellation of the 
war tax on freight charges and the complications to which claim- 
ants are subjected thereby in the recovery of overcharges from 
the Internal Revenue Department. 

While it is true, as stated by Mr. Olson, that anything con- 
nected with the government involving a certain amount of “red 
tape,” this does not relieve the situation in the instant case. It 
is to be regretted that those in authority did not have the fore 
thought to realize the enormous amount of extra work that would 
result from their regulations provided for the recovery of war 
tax in overcharge matters. ‘ Possibly they had an object in view 
in not simplifying matters by allowing carriers to refund the 
war tax at the same time and in conjunction with the overcharge 
in freight charges. At any rate the fact remains that the gov- 
ernment will realize quite a sum from the whole business, due 
to the fact that most claimants will not bother to file their claim 
for an amount under, say, fifty cents or a dollar, and it is the 
writer’s opinion that carriers throughout the country are ex 
pending a certain amount of needless time and energy, not to 


mention money, in executing war tax certificates for every paltry 
overcharge. 


In this connection I desire to mention the policy adopted by 
the New York Central, which appears to be a very logical one 
and a great time saver. To each refund voucher, when the war 
tax involved is under $1, they attach a printed form fully ex 
plaining the conditions to claimant, and calling his attention to 
the fact that if war tax certificate is desired to support claims 
with the Internal Revenue Department, same will be supplied 
upon request. As a matter of suggestion, and as a means toward 
reducing all possible expenses, it might be well for other cal- 
riers to do likewise, which action would, without doubt, meet 
with the approval of the majority of shippers. 

C. Kimball, Traffic Dept., 
Utah-Idaho Sugar Company. 
Salt Lake City, Utah, February 7, 1922. 


TO ABANDON FOUR BRANCHES 
Martin Walsh, receiver of the Memphis, Dallas & Gulf Rail: 
road Company, has applied to the Commission for authority 
abandon the following lines operated by the company: Glenwood 
to Hot Springs, Ark., a total of 36.29 miles; Graysonia to Lear’, 
Ark., a total of 7.11 miles; Daleville to Clark Hill, Ark., a — 
of 16.39 miles, and Nashville to Shawmut, Ark., a total of 34.6 
miles. ; 
The company has been in the hands of a receiver since 
September 10, 1920. The receiver said the permission asked ol 
was sought because the operation of the parts of the road indi 
cated could not be operated without loss to the receiver. 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Colombia; also Mexican ports. 
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IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
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112 West Adams Street 
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MARINE ASSOCIATION TO MEET 
The Trafic World Washington Bureau 


The National Merchant Marine Association will hold its 
annual convention in Washington, March 3 and 4, immediately 
following the convention of the National Rivers and Harbors 
Congress. One of the important subjects to be discussed will 
be the Harding administration proposal for a ship subsidy. It 
was indicated this week that the President might be ready with 
his message on the subject before the end of next week. 

Among the speakers at the association’s convention will be 
A. D. Lasker, chairman of the Shipping Board; H. H. Raymond, 
president of the American Steamship Owners’ Association; 
Charles H. Potter, president of the United States Ship Oper- 
ators’ Association; Stevenson Taylor, president of the American 
Bureau of Shipping; Prof. S. S. Huebner; E. A. Filene of Bos- 
ton; Commissioner Chamberlain of the Shipping Board; Senator 
Fletcher of Florida, and Senator Jones of Washington, and 
Representative Frank D. Scott of Michigan. 


CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Bureau 


The average daily surplus of freight cars in good order took 
another drop in the period February 1 to 8, the total being 
296,659, as compared with 330,681 in the period January 23 to 31, 
a decrease of 34,022 cars. The average daily shortage was 527 
cars, aS compared with 642 cars in the preceding week. 

The surplus was made up as follows: Box, 111,117; venti- 
lated box, 5,776; auto and furniture, 4,635; total box, 121,528; 
flat, 14,183; gondola, 91,337; hopper, 31,782; total all coal 123,119; 
coke, 3,458; S. D. stock, 18,384; D. D. stock, 1,522; refrigerator, 
6,676; tank, 572; miscellaneous, 7,217: total, 296,659. 

The shortage of 527 cars was made up of 428 box, 22 gondola, 
8 hopper, 11 S. D. stock, 10 D. D. stock and 48 refrigerator cars. 





TRUST CERTIFICATE GUARANTY 
‘ The Trafic World Washington Bureau 


Officials of the Harding administration have been giving con- 
sideration to the suggestion made by Secretary of Commerce 
Hoover, in his statement before the Commission in the general 
rate inquiry, that a plan be worked out whereby the government 
would guarantee equipment trust certificates of railroads, to aid 
them in the work of rehabilitation in preparation for the 
handling of normal business. Secretary of the Treasury Mellon 
is said to.regard the proposal favorably, while Attorney General 
Daugherty expressed doubt as to whether legislation carrying 
the plan into effect could be obtained at this time. It is Mr. 
Hoover’s view that with a real shortage of cars there would be 
pressure from many sides for measures to provide relief. 





1. C. AND C. ST. L. & N. O. JOINT BONDS 


The Illinois Central and the Chicago, St. Louis & New Or- 
leans have applied to the Commission for authority to issue 
$1,924,400 Illinois Central and Chicago, St. Louis & New Orleans 
joint first refunding mortgage 5 per cent bonds to reimburse the 
treasury of the Illinois Central for advances made for additions 
and betterments to the properties of the Chicago, St. Louis & 
New Orleans and the Canton, Aberdeen & Nashville by the 
Illinois Central. The securities are not to be sold. 


RELIEF FOR VESSEL PURCHASERS 
J. W. Powell, president of the Emergency Fleet Corporation, 
has begun negotiations with the Pacific Mail and the North 
Atlantic & Western steamship companies under the relief plan 
adopted for “pioneer purchasers” of Shipping Board vessels. The 
Pacific Mail paid cash for its vessels but will have the oppor- 
tunity of buying additional tonnage at a price that will bring the 
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reproduction, Mr. Powell said. He said he did not believe the 
board would have to let additional tonnage go to the pioneer pw. 
chasers at less than $30 a ton to carry out the relief plan. 


HEARING CANCELLED 


Hearing in I. and S. 1484 (and first supplemental order), 
ground limestone between points on the P. R. R. east of Pitts 
burgh, assigned for February 16 at Washington, D. C., was can. 
celled. 

VALUE OF N. & S. S. RAILWAY 


The Commission has placed a final value of $3,272,897 on 
the property of the Newburgh & South Shore Railway Co., of 
Cleveland, O., as of June 30, 1917. 











Digest of New Complaints 
ae oe Texas Gulf Sulphur Co., New York City, vs. Santa : 


Unjust, unreasonable, unjustly discriminatory and unduly prefer- 
ential rates on sulphur from Gulf Hill, Tex., to various interstate 
destinations. Asks just and reasonable rates and reasonable prac- 
tices with regard to terminal service at Gulf Hill. 

No. 13467. The Hendrie & Bolthoff Mfg. and Supply Co., Denver, Colo. 
va. C. B. & ©. et at. 

Unjust, unreasonable and unlawful rates on carbide of calcium 
from Duluth, Minn., to Kirby, Wyo. Asks reparation. 

No. 13468. William Schuette Co., Pittsburgh, Pa., vs. Director Gen- 
eral, as agent, Seaboard et al. 

Unjust and unreasonable rates on lumber from Omaha, Ga., to 
Hagerstown, Md., and reconsigned to Cairnbrook, Pa. Asks ceas 
and desist order, just and reasonable rates and reparation. 

No. 13469. United Paperboard Co., Inc., New York City, vs. Greenwich 
& Johnsonville et al. 

Unjust and unreasonable rates on waste paper from New 
England points to Thomson, N. Y. Asks cease and desist order, 
just and reasonable rates and reparation. 

No. 13470. United Paperboard Co., Inc., New York City, vs. Greenwich 
& Johnsonville et al. 

Unjust, unreasonable and prejudicial rates on boxboard, chip- 
board, woodpulp board and newsboard from Thomson, N. Y., to 
points in New England. Asks cease and desist order, just and 
reasonable rates and reparation. 

No. 13471. The Hamill Coal and Coke Co. et al., Blaine, W. Va., vs 
Western Maryland et al. 

Unjust, unreasonable and unlawful rates on coal from points in 
Maryland to points in West Virginia, Virginia, District of Colum- 
bia, Ohio, Indiana, Illinois, Pennsylvania, New York, New Jersey. 
Delaware, New England and Canada. Asks joint through rates on 
the Cumberland-Piedmont and Myersdale group basis in lieu of 
present combination rates. 

No. 13472. United Paperboard Co., 
wich & Johnsonville et al. 

Unjust and unreasonable rates on anthracite coal from mines in 
Pennsylvania to Thomson, N. Y. Asks just and reasonable rates 
and reparation. 

No. 13473. Sherer-Gillett Co., Chicago, 
agent, Kanawha & Michigan. 

Unjust and unreasonable rates on. grocers’ 
Charleston to Cannelton, W. Va. Asks reparation. 

No. 13474. The Republic of France vs. Director General, as agent. 

Unjust, unreasonable, unduly prejudicial and unjustly discrimi- 
natory storage charges on shipments of wire at Philadelphia, Pa. 
Asks reparation. 

No. 13475. The Republic of France vs. 
Boston & Maine. 

Unjust, unreasonable, unduly prejudicial and unjustly discrimi- 
natory storage charges on steel billets, bars and sheets at Boston 
Asks reparation. 

No. 13476. The Republic of France vs. 
Philadelphia & Reading. : 

Unjust, unreasonable, unduly prejudicial and unjustly discrimi- 
natory storage charges on billets at Philadelphia, Pa. Asks 
reparation. 

No. 13477. The Republic of France vs. Director General, as agent. | 

Unjust, unreasonable, unduly prejudicial and unjustly discrimi- 


Inc., New York City, vs. Green- 


Ill., vs. Director General, as 


counters from 


Director General, as agent, 


Director General, as agent, 


natory storage charges on wire at Philadelphia, Pa. Asks 
reparation. 
No. 13478. The Republic of France vs. Director General, as agent, 


Pennsylvania. ; 
Unjust, unreasonable, unduly prejudicial and unjustly discrim!- 


: : : : é ‘y Storage charges steel bars ¢ illets < alti "e, Asks 
cost of the vessels bought at high prices to the present cost of co" ny ne a ee 

a: a 
| Docket of the C ISSI 

a. — 





Note, items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 

February 20—Dallas, T’'ex.—Examiner Barclay: 
12066—Construction and repair of railway equipment (T. & P. Ry.). 
February 20—Argument at Washington, D. C.: 
or Steel Products Corp. vs. Director General, 
, Ot al. 
11179—Ohio Box Board Co. vs. Director 
a Refining Co. vs. 


B. & 


General and Erie. 
Director General, L. E. & W. 


et al. 
12366—John W. Eshelman & Sons et al. vs. Director General, 
M. & O. et al. 
February 21—Argument at Washington, D. C.: 


ee a eee Motor Co. of Michigan vs. Director General, A. T. 
awe. &. et al. 


12748—William H. Kidston et al., tarding as A. G. Kidston & C0. 
vs. D. L. & W. et al. - 

=. H. Kidston et al., trading as A. G. Kidston & Co., ¥*: 

a. . rh. 

13248—Hawthorns & Co., Ltd., vs. D. L. & W. et al. 

12620—National Assn. of Waste Material Dealers, 
Arbor et al. F 

a J. G. Brill Co. vs. Philadelphia, Baltimore & Washingto? 
et al. 

12765—Associated Fruit and Vegetable Industries of New York State 
et al. vs. Ann Arbor et al. 


February 24—Argument at Washington, D. C.: | 
12836—Albert R. Hostetter Co. vs. Dayton, Toledo & Chicago et 2 
12125—American Magnesia Products Co. vs. Muscatine, Burlington 

& Southern et al. 
12077—American Milling Co. vs. Director General, P. & P. U. 
12349—Kingan & Co., Inc., vs. Director General. 


Inc., vs. Ann 


et al. 
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each case from its inception before the Interstate Commerce Some 
mission, or trial court, to its disposition by the United States 
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ae aoe There‘Are Many Important Jobbing and Manufacturing Centers‘Along the Line of the 
eneral, as 

one KANSAS CITY SOUTHERN RAILWAY 
agent. 
- discrimi- ‘ 
sIphia, Pa. PITTSBURG, KANSAS—Population, 1910, 14,755—1920, 18,052 

as agent, Center of the coal mining districts of Southeastern Kansas and Southwestern Missouri; 

akan Large manufacturing industries—Clay Products, Brick, Boilers, Machinery, Railway Equipment; 
Big rm Wholesale Jobbers’ Implements, Automobiles, Iron and Metals, Fruits, Produce, Groceries; 
Grain Jobbers and Millers; _ _ . 

as agent, Fifth city in State of Kansas in point of population; — 

> discrimi- Freight Division point on Kansas City Southern Railway; 
Pa. Asks Location of Kansas City Southern Railway Shops. 

ager JOPLIN, MO.—Population 30,000 
Pa. Asks Center of zinc mining district of Northeastern Oklahoma, Southwestern Missouri and Southeastern 
Kansas; 
as agent, 2 


y discrimi- 
nore. Asks 


Large Smelters, Foundries, and Machine Works; Iron Works and Mining Equipment Companies ; 
Large jobbing concerns—Wholesale Grocers, Hardware, Flour Milling, Produce and Fruit Jobbers. 


NEOSHO, MO.—Population 4,000 


Wholesale Grocers, Millers and Feed Manufacturers; 
16 Industries located on Kansas City Southern tracks; 
Kansas City Southern serving all principal industries. 


FT. SMITH, ARK.—Population, 1910, 24,000—1920, 29,000 















sx B Center of coal mining district of Arkansas and Eastern Oklahoma; 
Principal cotton market of Western Arkansas and Eastern Oklahoma; 
ston & Co., Large manufacturing industries—Window Glass, Glassware, Bottles, Furniture, Wheelbarrows, Spring 
- 8, Mattresses; 
sinaiasil Cotton Compresses, Wholesale Jobbers in Groceries, Seeds, Hardware, Paper, Produce and Fruits, Grain 
_ = and Grain Products; 
i. Vs. < » 


Large canneries and manufacturers of Fruit Products and Feed Products. 


The Kansas City Southern Railway is the SHORT LINE to these important centers, giving best service 
and prompt deliveries, and we would appreciate your routing your traffic via this line. 


For other principal points on Kansas City Southern Railway see next issue. 


Washington 
York State 


jicago et al. 
Burlington 


P. VU. et al. 
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February 25—Argument at Washington, D. C.: 
a ate Acid and Sulphur Co. vs. ‘Arizona & New Mexico 


Ry. 
12460" “The Silica Sand Producers’ Traffic Assn. (Armourdale division) 
o. Pac. et a 
12495—The Silica Sand Producers’ Traffic Assn. et al. vs. Pa. R. R., 
Director General et al. 
12468—The Silica Sand Producers’ Traffic Assn. (Anderson division) 
vs. Pa. R. R., Director General et al. 
ee ot ge — Gasoline Co. vs. Director General, C. C. C. & 
eta 


February 27—Argument ‘at -Washington,..D. C.: 
11902—Beaumont Chamber of Commerce et al. vs. Director Gener al, 
Beaumont, Sour Lake & Western et al. 
12677—S. M. Bulley & Son vs. ye General, G. H. & S. A. et al. 
12512—Feeders’ Supply Co. vs C. B. & Q. and Director General. 
ee Petroleum Co. vs. Director General, St. L. S. W. 
et al. 


February 28—Washington, D. C.—Chief Examiner Quirk: 

* 11567—The Order of United Commercial Travelers of America vs, 
Pullman Co. (further hearing). 

February 28—Argument at Washington, D. C.: 

* Finance docket 1108—In the matter of the application of the P. & 
W. Va. Ry. for authority to issue capital stock and to assume ob- 
ern ane liability in respect of securities of West Side Belt 


* Finance docket 2186—In the matter of the application of the P. & 
W. Va. Ry. Co. for authority to acquire control of the West Side 
Belt R. R. Co. 

* Ex Parte 81—In the matter of the construction of paragraph (2) sec- 
tion 5 of the interstate commerce act. 

March 6—Chicago, Ill.—Examiner Hosmer: 

12071—Adriatic Mining Co. et al. vs. C. & N. W. 

March 7—Toledo, O.—Examiner Money: 

* 1. and S. 1489—Intermediate switching charges at Toledo, O. 

March 7—Rochester, N. Y.—Examiner Waters: 

13266—In the matter of rates on and classification of fresh peaches 
within the state of New York. 

March 8—Washington, D. C.—Examiner Pitt: 

* Portions of fourth section applications Nos. 12144 of J. 
Te of SC. te RR. OR W6te of-G: A. te. Ry: 
of Ga. & Fla. Ry.; 2029 of G. S. & F. Ry.; 
Cc. C. McCain. 

March 8—Philadelphia, Pa.—Examiner McQuillan: 

13295—The Atlantic Refining Co. vs. Director General. 

13291—Vim Motor Truck Co. vs. Director General. 

13311—The Wm. Cramp & Sons Ship and Engine Building Co. vs. 
Director General. 

March 8—Bangor, Me.—Public Utilities Commission of Maine: 

Finance Docket 1720—Application for authority and approval of 
I. C. C. in the matter of abandonment of operation of a certain 
portion of the line of railroad of Bangor & Aroostook R. R. Co. 

March 9—Parkersburg, W. Va.—Examiner W. H. Wagner: 

11733—Parkersburg Rig and Reel Co. vs. B. & O. et al. 
13320—Parkersburg Rig and Reel Co. vs. C. B. & Q. et al. 
13321—Parkersburg Rig and Reel Co. vs. Pa. R. R. et al. 
13323—Parkersburg Rig and Reel Co. vs. B. & O. S. W. R. R. et al. 
13324—Parkersburg Rig and Reel Co. vs. W. F. R. & Ft. W. R. R. et al 
13326—Parkersburg Rig and Reel Co. vs. M. K. & T. Ry. of Texas 


et al. 
13362—Parkersburg Rig and Reel Co. vs. P. & R. Ry 
March 9—Louisville, Ky.—Examiner Cassidy: 
12713—The Singer Mfg. Co. vs. Ill. Cent. R. R. et al. 
12714—The Singer Mfg. Co. vs. Can. Pac. Ry. et al. 
a Singer Mfg. Co. vs. Director General, C. & E. I. R. R. 
et al. 
12731—The Singer Mfg. Co. vs. C. C. C. & St. L. et al. 
12887—National Veneer and Panel Mfrs. Assn. et al. vs. Aberdeen & 
Rockfish et al. 


Ry. Co. et al. 


H. Glenn; 
1548 of Sou. Ry.: 789 
1625, 1774 and 1775 of 


. et al. 
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a 9—Philadelphia, Pa.—Examiner McQuillan: 
3254—General American Tank Car Corporation vs. Pa. R. R. 
13286—Devid Lupton’s Sons Co. vs. Pa. R. R. et al. 
March 9—Spokane, Wash.—Examiner Hillyer: 
13241—T. J. Murray vs. Director General, G. N. Ry., et al. 
13315—Arlington Silver Mining Co. vs. G. N. Ry. et al. 
March 10—Chicago, Ill—Examiner Money 
*1, and S. 1488—Non-application of roaualt privileges on deficiencies in 
weight of grain. 
March 10—Philadelphia, Pa.—Examiner McQuillan: 
13333—Hercules Powder Co. vs. N. Y. C. R. R., Director General et al., 
13343—Schanck, Hutchinson & Field vs. Pa. 
March 10—Washington, D C.—Examiner Kephart: 
12726—Hagerstown Chamber of Commerce vs. W. Md. Ry. et al. 
March 10—Spokane, Wash.—Examiner Hillyer: 
13399—Centennial Mill Co. vs. Director General, O-W. R. & = Co. 
13414—Arlington Silver Mining Co. vs. Director ‘General a G. N. Ry. 
March 11—Parkersburg, W. Va.—Examiner W. H. Wagner: 
13446—R. G. Gillespie vs. C. R. I. & P. et al. 


March 11—Lancaster, Pa.—Examiner H. J. Wagn 
13331—Anderson Bros, Co. et al. vs. Arkansas Central R. R. et al. 
March 13—New York, N. Y.—Examiner McQuillan: 
13120—The National League of Commission Merchants of the U. S. 
vs. Pa. R. BR. et al. 
13120 (Sub. No. 1)—American Fruit Growers, Inc., New York di- 
vision, vs. Pa. R. R. 
13120 (Sub. No. ey A. Houck vs. Pa. R. R. 
13120 (Sub. No. 3)—J. & G. Lippman, Inc., vs. Pa. R. R. 
13120 (Sub. No. 4)—M. H Hellman vs Pa. R. R. 
13120 (Sub. No. 5)—I. Lowenthal vs. Pa. R. R. 
13120 (Sub No. 6)—J. Pratt Carroll, Inc., vs. Pa. R. 
13120 (Sub. No. 7)—American Fruit Growers, Inc., Rew York di- 
vision, vs. Pa. R. R. 
March 13—New York, N. Y.—Examiner Barclay: 
12066—Construction and repair of railway equipment. 
March 13—Zanesville, O.—Examiner W. H. Wagner: 
13277—American Clay Products Co. vs. Pa. R. R. et al. 
March 13—Allentown, Pa.—Examiner H. J. Wagner: 
13278—Trojan Powder Co. vs. P. & R. Ry. et al. 
March 13—Washington, D. C.—Examiner Kephart: 
13109—Star Timber Co. vs. C. & N. W. 
March 13—Kansas City, Mo.—Examiner Eddy: 
1. and S. 1483—Horses and mules from Kansas City, Mo., and Wich- 
ita, Kan., to New Orleans, La., Memphis, Tenn., and other points. 
March 13—Seattle, Wash.—Examiner Hillyer: 
13136—International Lime Co. vs. Director General, C. M. & St. 


FP. Ry. 
11767—Thomas W. Simmons & Co. vs. Director General. 


March 13—Pittsburgh, Pa.—Examiner Gerry: 
13340—Humphrey Brick and Tile Co. vs. Director General, Pa. R. R. 


et al. 
13242—D. Kellerman vs. Director General. 
March 13—Chicago, Ill.—Examiner Money: 
— Reguladora Del Mercado De Henequin vs. Director 
eneral. 
13395—Comision Reguladora del Mercado de Henequen vs Director 
General. 
March 13—Ft. Worth, Tex.—Examiner Mackley: 
1. and S. 1487—Routing on sheep from K. C. M. & O. Texas points to 
Kansas City, Chicago and other points. 
March 13—Memphis, Tenn.—Examiner Cassidy: 
. and S. 1431 (and first supplemental order)—Cotton and cotton lint- 
ers from Mississippi Valley points. 
March 14—Washington, D. C.—Examiner Kephart: 
13325—American Trona Corp. vs. A. T. & S. F. et al. 


13280—American Trona Corp. vs. Sou. Pac. et al. 










GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission 


Room 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 

merce Commission. For ten years Commerce Counsel, 

various shippers’ organizations, and member Nationai 
Industrial Traffic League. 


Munsey Bldg., Washington, D. C. 


INTERSTATE COMMERCE COMMISSION HEARINGS 


Statements of Issues involved in all Comp laint and Answer Cases filed 
with the Commission can be fecaiilied in advance of hearings 


Official Reporters, Interstate Commerce Commission 


DIRECTORY OF ATTORNEY 


LESSER & LESSER 
Attorneys and Counsellors at Law Attorneys and Counsellors at Law 
277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


105 South La Salle Street 





(THE STATE LAW REPORTING COMPANY) 
Woolworth Building New York City 























PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


COMMERCE COUNSEL 
101-706 WOODWARD BLDG., WASHINGTON, D.C. 


(For a number of years attorney and ex- 
aminer, Interstate Commerce Commission.) 


EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding, 
St. Louls, Mo. 


Special attention to matters before Interstate 
Commerce and State Commissions and railroad 
CHICAGO | and rate litigation and claims. 
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CURRENT TOPICS IN WASHINGTON 


Tax anything but transportation—Cross-examining for wage 
< di- information—Suits filed as safeguards—The poorest of hoes 
poor—Francis B. James make a prediction—Vale R. R. A.!.. 417 


SINGLE WALL 


DECISIONS OF THE COMMISSION For greatest strength with 


Public Service Commission of Nevada vs. A. T. & S. F. et al.; 


case 12171; coal (66 I. C. C., 216-227)...cc.cecesseccesseceeves 419 lightest weight. 
West Kentucky Coal Bureau vs. Illinois Central et al.; case 

11886; coal (66 I. C. C., 288-289) ........ccccccecccccsccccecces 419 
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Ideal for shipping liquids in 
glass, all commodities to wet 
weather districts, all goods con- 
taining moisture, all goods which 
absorb moisture or are shipped 
with ice. 


SHIPPING DECISIONS 


Cases decided by state and federal courts...................5- 448 


QUESTIONS AND ANSWERS 


Legal and practical questions answered by experts............ 450 


EXPORT BILL OF LADING CASE RE-OPENED 


All Double Wall and Waterproof 
boxes have Mid-West Triple Tape 
Corners and Off-set Score. 


NEW COMPLAINTS 
Digests of petitions filed with the Commission................. 455 


Sample furnished free — original 


DOCKET OF THE COMMISSION . . 
designs to meet any special need. 


ION Dates and places of hearings and arguments.................. 456 





R THE TRAFFIC SERVICE corporation || MID-WEST BOX COMPANY 


WASHINGTON CHICAGO 











COLORADO BUILDING 418-430 S. MARKET STRE 
6. Tel - . ET ‘ . 
,D ephone, Main 3840 Telephone, Harrison 8808 Corrugated Solid Fibre 
; Fibre Board Containers 
Products \ 
Factories oT General 
Sete, Bae ay § Offices 
okomo, indiana " 
iCieveland, Ohio Conway Building 
ing, "Chics. " Chicago 
Seow COEUAUUCURRnERHenEOUenaCKaseNenNAteoesnesueaecuegnesveugenentannesnnaegaensaeneeeseenengeeneesaunaugeueeasesseuegvegnasnensesasveeseseensuaseduenusoaunepacsaessesansnenensgsoguasscacoveT 
ad SemuIMI Hs CUMELEOPURCEEDELEDUEGEDOGOGUGGOOESLAUDOLOEESOSERULAONLOUOUAUDOSEOSESOOOUROAONREOES vidanaiuaianiidiaidiaanaaiadumemain imma We opere te — aes Boxboard and Strawboard Mills 










Smear cvrsacvnsaveranesesnovrnevunezuveounsavansevuasuaseceseneneaconnecenessannennsoseussoeanesoseoveneeaueoastotnnononnene OUNUETUROOTUUDDRELOROOLGAGONUOUAAONORGRAOOROCORO UO ObEsEsELOOER 
Sem: ‘UNUEnRUnnNAEnanennnnnsnuensentsnenenanennuensnaenenenesneseceecenenneneneneeasueeseanseasenerneneseusUusneeesesusneenssesensnasnenesnsgseseseennaaseesenanesnegenesguansnnvanasuaseveneneiany 


a 











THE TRAFFIC WORLD 


PAGE & JONES 


MOBILE, ALABAMA 


WA 7 i oF 
estate 


Vol. XXIX, No. 8 










Brunswick 












] “ 
S egiht 
s&s —" ABACO 


“yf: |: , gee 
vom hn BAHAMA 
» Ss Cat l.Qe w 6 on 
aa mis _ ve ¥Sax Sacvacon I. . TROPIC OF Cancer 
ISLANDS 
ACKLIN 1.2. edlakicuan L 
@ NortH Caicos 
‘oe (BRITISH) <P se 
. \ a wr 










































° 
eso a8 |! 
9 
PSP WS as 
a et Bee HONG 
“ =* w ¥ (Be IDA .. 
77,8 J. bap o M ard ‘ 
ym, av i) L, e wv ory een 
(Baitisu) Yo Po 
ANTI L bs Se yapeLoure 1. 
. WINDWARD 
uur ee enuantePer 0) CARIBBEAN yo SEA ee 
Fulf of Le s. Bene ee i s Fort pe FRANC Ro Mabrisique Lee) 
San Jos - o ANTILLES Ysrtucia ISLANDS | 
SY we? yy 81. VINCENTG f& BARBADOS I. ! 
e¢ s* Grenadines Ts..6 cada LL. NQRIDGE TOWN 
DS Coane Koncador T. Perea, y cS) (BR.) eo" 
Is. ¢ Sa. Py 
PUERTO CoLompig ho _— 
CARTAGENAS Ane lt es PTR ORT 
. se plon i y 79 bas . 
ons BAL. V\ ASP bs 
F cer Mumps S Re Ba guisi aya tee Matarin! WITH OF THE 
‘ ey” pe or, rox Pera neas, RLA DRINOCO RIVER 
Pest Cucuta: 2 MP ori: 


Malpelo l.¢ 
(Co}.) 


>, 





Rand McNally & Co. 


WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe 
Martinique, Barbados, Trinidad, Curacao; also North Coast 
South America, including Colombia; also Mexican ports 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 











ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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The Scenic Line of the East 


An unusual number of veteran 
travelers—men who generally find 
daytime travel an ordeal—say the 
daylight trip on the Lehigh Valley 
is one of the very few they enjoy. 


The reason lies not only in the wealth 
of scenic beauty throughout the 
Lehigh Valley’s Route but also in its 
varied character. Quiet, pastoral 
scenes; rugged mountains and far- 
stretching panoramas; beautiful 
streams and the far-famed Finger 
Lakes; NIAGARA FALLS, the 
world’s greatest cataract—all pass 


before the interested gaze of the 
Lehigh Valley passenger. 


THE BLACK DIAMOND, one of 


_the country’s best known and best 


liked trains, traverses this route in 
daylight, having through sleepers to 
and from Chicago in connection with 


the Michigan Central R. R. 


The Lehigh Valley also operates other 
through trains equally as attractive; 
has excellent terminal facilities—in- 
cluding PENNSYLVANIA STA- 
TION in the heart of New York 
City—and a personnel whose service 
brings a constant stream of com- 
mendation from delighted patrons. 


New York—Newark—Philadelphia 
Buffalo 
Niagara Falls —Toronto — Detroit— Chicago 


Lehigh Valley 
Railroad 


The Route of The Black Diamond 


411 
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FAMOUS SKYLINE OF LOWER MANHATTAN. 
NEW YORK | 
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SOUTHERN PACIFIC STEAMSHIP “MOMUS” 


BEGINNING HER TRIP TO NEW ORLEANS 
“ONE HUNDRED GOLDEN HOURS AT SEA” 


